Price : Two Shillings FRIDAY, NOVEMBER 24, 1961 Annually £5 by post 


the diesel railcars rolling 


Wheels, tyres, and axles for all types of rolling stock are manufactured by Steel, Peech & Tozer, 
and machined and assembled into complete sets by Owen & Dyson Limited. 

With nearly seventy years’ experience, Steel, Peech & Tozer is well-equipped to supply the 
railways of the world with special quality steels to meet all modern conditions. 


steel, peech tozer 


THE ICKLES - ROTHERHAM - YORKSHIRE 
A branch of The United Steel Companies Limited 
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New Fourourrent Electric Luxury Train Sets track the Way for Modern Travelling 


The new fourcurrent electric TRANS EUROP 


EXPRESS train sets owned by the Swiss Fe- 
deral Railways are operated on the Zurich — 
Gothard Milan and Milan — Simpion — 
Dijon — Paris routes. Each ofthe four 5-coach 
train sets (designed for speeds up to 160 
km/h) offers accommodation for 126 pas- 
sengers and is composed of three first class 
open saloon coaches (two pilot cars at both 
ends and one intermediary coach, all with 


luggage space), a dining car with bar and 
a 3300 HP motor coach which houses also 
kitchen and office together with separate 
compartments for the crew and the custom 
officers. All carriages have been designed 
and built by SIG 

The high-class comfort and the various ame- 
nities provided for in these train sets are 
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mainly based on the following most remar- — Tasteful interior décor with selected co- 


kable features: 


— First class riding qualities ensured bySIG — Sealed double-glazed windows with elec- 
trically operated venetian blinds 


— Wide luminous ceiling creates an even 


torsion bar bogies give a feeling of a 
smooth gliding along the track over the 
entire speed range 

— Special sound dampening elements and 
pneumatically sealed entrance doors gu- 
arantee absolute noiseless travelling 

— Fully draught-free gangway connections 
of the SIG type 

— Large sized platforms enable the traveller 
to freely move all over the train 

~— Clothes and luggage can easily be de- 
posited in spacious wardrobes 

— Full air-conditioning 


lour shades 


lighting effect 


— Loudspeakers are provided throughout 


the train 


® 


\ \ 
. 
a 


The Railway Gazette November 24, 1961 

This truck can reach to a height of 10ft. 
carrying a maximum load of 2,500Ib., in 
aisles only 6ft. wide. It is made by Lansing 
Bagnall, the largest and most experienced 
manufacturers of materials-handling 
machinery in Europe; machinery that can 
cut the cost, and time, of any handling 
operation—in all manufacturing, distributive 
and extractive industries. 


Brilliant Features Lansing Bagnall's FRES 2 
reach truck, with its extension/retraction design, 
allows it to stack at right-angles in aisles only 
6ft. wide. With the masts retracted the load is 
carried between the wheelbase—giving excellent 
Stability, and safety for the load and operator. 


Low Operating Cost The FRES 2 works a full 
shift on one battery recharge, at a cost of 1/6d. 
Batteries are recharged simply by plugging into 


IN GFT 


AISLES 
THIS TRUCK 
CAN LIFT 


OFT! 


3 


the nearest power point of standard AC mains 
supply. For continuous shift-working, batteries 
can be changedover by one man in a few minutes. 
Simple Operation Al! controls are within 
finger-tip reach. One-hand steering leaves the 
other hand free for control of speed or lifting, 
lowering and reaching operations, and permits 
rapid manceuvring with maximum comfort and 
safety for the operator at all times. 

Instant Accessibility The drive and charge 
units are completely exposed for maintenance by 
opening a heavy-plate rear door. The battery is 
also readily accessible for inspection, and 
topping-up can be completed in a few seconds. 
After-Sales Service Lansing Bagnall offer the 
most efficient and comprehensive after-sales 
service in the industry — 14 regional depots 
throughout the country with over 40 service vans 
on call 24 hours every day throughout the whole 
life of every truck, 


Lansing Bagnall 


SPACEMAKERS TO WORLD INDUSTRY 
BASINGSTOKE, HAMPSHIRE. Telephone: BASINGSTOKE 1010 
Telegrams: BAGNALLIC BASINGSTOKE. 
BRISTOL, CARDIFF, WARRINGTON, LEEDS, AYCLIFFE, GLASGOW, 
ENFIELD, PORTSMOUTH, BELFAST, FELTHAM, NEW YORK, CLEVELAND, 
PARIS, TORONTO, SYDNEY, ZURICH 


Aliso at BIRMINGHAM, 


(and represented throughout the world.) 
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The FIRST 

fully AUTOMATIC 
level crossing 
barriers 

in Britain .... 


...In operation 
at SPATH 
on the 


London Midland Region 
British Railways © 


SUPPLIED 
BY 


BRITISH DESIGN AND MANUFACTURE 


WESTINGHOUSE BRAKE AND SIGNAL CO. LTD., 82 York Way, King’s Cross, London, N.1 


Saxby & Farmer (India) Private Ltd., Calcutta. McKenzie & Holland (Australia) Pty., Ltd., Melbourne. 
Westinghouse Brake & Signal Co., S.A. (Pty.) Ltd., Johannesburg. Agents — Bellamy & Lambie, Johannesburg. 
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Here is acrane with everything! Fast travel; all 


controls from one position; power-assisted 


steering; full-circle-slewing; automatic safety 
features; speed with precision and safety; 12 
feet kerb radius manoeuvrability; road and yard 
performance ... It's a Coles diesel-electric 


quality specification at a world beating price! 


STEEL HOUSE, EASTCOTE, MIDDLESEX. 


LEEDS, NEWCASTLE, GLASGOW. 
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Available with either 
cantilever or strut jib (with 
outriggers on strut version). 


Coles Cranes is a Registered Trade Mark 


STEELS ENGINEERING PRODUCTS LTD. 


THE NAME THAT 
CARRIES WEIGHT 


SALES AND SERVICE: LONDON, BRISTOL, BIRMINGHAM, MANCHESTER, 


- 
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THOUSANDS 
ARE SAFER 

| WHEN PUBLIC 
q TRANSPORT 
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Bristol Siddeley Maybach* diesel engines have been chosen 


for the new Hymek diesel-hydraulic locomotives. 95 of these 


Po Type 3 locomotives have been ordered for main-line use on 
ie British Railways Western Region. This now brings the total 
“4 order placed with Bristol Siddeley for British Railways to 286. 

tS DESIGNED FOR ECONOMIC OPERATION 
A sristol Siddeley Maybach rail traction diesel engines range 
: from 384 to 2,000 hp and embody design features which pro- 
duce more efficient operation in terms of lower wear, greater 


reliability and easier servicing. 


The immensely strong, roller 
be aring disc-webbed crankshaft, 
for example, is extremely rigid in 


its tunnel housing 


Disc-webbed, roller 
bearing crankshaft 
and tunnel housing 


i This results in very low main and big-end bearing wear. 
A lhe pressure-oil cooling of the pistons gives effective heat 
dissipation which reduces liner and gas ring wear to a 

umn 
Since the majority of components are identical in all 
lels, spares stocks can be cut and servicing is simplified 


through interchangeability. 
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Bristol Siddeley Maybach diesels 
power the new Hymek locomotives 


Maybach diesel engine being installed in D800 Class at Swindon. 
WORLD-WIDE SERVICE 
Maybach engines are in service all over the world, and have 
built for themselves an unsurpassed reputation as the most 
efficient diesel engines of today. This reputation, backed by 
the efficient Bristol Siddeley after-sales and spares service, 
offers the most satisfactory solution to all rail traction 
requirements. 

For further information, please write to: Power Sales 
Manager, Power Division, Bristol Siddeley Engines Limited, 
PO Box 17, Coventry, England. Cables: Brisidair, Coventry. 


* Manufactured in the UK under exclusive licence 
from Maybach-Motorenbau GmbH. 


BRISTOL SIDDELEY ENGINES LIMITED 


TURBOJETS — TURBOFANS ~- TURBOPROPS — RAMJETS — ROCKET ENGINES 
MARINE AND INDUSTRIAL GAS TURBINES — MARINE, RAIL AND INDUSTRIAL 
DIESEL ENGINES — PISTON ENGINES — PRECISION ENGINEERING PRODUCTS 
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Covmac Forging Machines 
are made in nine sizes 
to take bars from 
2" to 6" diameter. 


Safety devices 
on all models prevent 
overloading. 


3 in. machine illustrated 
with main guards removed. 


Covmac also make Automatic Forging Machines, 
as well as machines for making balls up to 
and including 4 ins. diameter. In addition 
ae e. Pee there are three sizes of Hot Milling 

and Sawing Machines. 


TOOL WORKS LTD 


AUSTRALIA: Gilbert Lodge & Co. Ltd., 386 Harris Street, Ultimo, Sydney, N.S.W. ANA : illiams ilson Ltd., nspector Street, Montreal. 
FRANCE: Societe yon Alfred Herbert. 1 and 3 Rue du Delta, Paris (9c). HOLLAND: Esmeijer & Co., Oosterkade 24, Rotterdam C. INDIA; Alfred 
Herbert (India) Ltd., 13/3 Strand Road, P.O.B. 681, Calcutta 1. NEW ZEALAND: Gilbert Lodge & Co. Ltd., Head Office: 55, Station Road, P.O.B. 
12-063, Penrose, Auckland, S.E.6. N.Z. also at Christchurch and Wellington. PAKISTAN: Guest Keen & Nettlefolds, in Pakistan Ltd., P.O.B, 819, Bank of 
India Buildings (3rd Floor), Bunder Road, Karachi. SPAIN: Gumuzio $.A. Gran Via 48, Apartado 920, Bilbao. KENYA, UGANDA, TANGANYIKA & 
ZANZIBAR: Len Cooper Ltd., P.O.B. 3796, Nairobi, Kenya. SWEDEN: Aktiebolaget Servus, Malmskillnadsgatan 46, Stockholm. 
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DIESEL HYDRAULIC LOCOMOTIVES 
type 3 for Western Region of British Railways 


TOMORROW’S LOCOMOTIVES TODAY 


TECHNICAL DATA Engine... So . ,..Bristol Siddeley Maybach MD 870 
Wheel arrangement . Transmission box ... ... Stone-Maybach Mekydro” K184U 


Wheel Diameter ... ... . ... Sft. Axledrive gearboxes Stone-Maybach C33V and 33 


Fuel capacity... . .. 800 gallons heeling ...  Stone-Vapor boiler 
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The Gazeta Movember 


95 of these locomotives are under construction. 
They are a completely new design with one Bristol 
Siddeley Maybach high speed diesel engine and one 
Stone Maybach transmission. A number have gone 
into full service on Main Line general purpose work 
in the Bristol area. 


DELIVERED BEFORE TIME 


BEYER PEACOCK (HYMEK) Ltd. 


UNITING THE RAILWAY TRACTION RESOURCES OF: 
BEYER PEACOCK + BRISTOL SIDDELEY ENGINES + STONE-PLATT INDUSTRIES 


LOCOMOTIVE HOUSE, BUCKINGHAM GATE, LONDON, S.W.1 
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the engine which suits every situation 


175 


Semi-finished products for re-rolling and forging — 


The whole range of flat products — Merchant bars 
and sections — Wire-rods — All parts for rolling 
tock Track material — Special pig irons and steels 

High yield strength steels — Diesel engines from 


f Line and shunting locomotives — 
team power plant — Equipment for nuclear 
power projects — Vessels of all types, motor or tur- 
bine driven, ete 


the engine which is given the most varied applications 


It is indispensable wherever a cheap source of motive power and a machine 
with reduced floor-space are required. 


The 175 C.O. type engine has been designed so as to combine the qualities 
of robustness, long life and low running costs of the slow-speed heavy 
engines with the advantages of light-weight, reduced floor-space occupied 
and low purchasing costs of the high-speed engines. 

The 175 C.O. type engine, such as it is designed and built, shows all these 
advantages. 


— square engine with light connecting rod system and moderate speed, 


— crankshaft rotating in roller bearings with crankcase-tunnel: perfect 
rigidity of the assembly, 


— overheod camshaft: accurate control of the valve movements, 


— large-capacity water pump: even temperature in the cylinder blocks and 
cylinder heads, 


— double oil sump and double oi! pump : contact minimized between oil 
and combustion gas, longer life for the oil bath, 


— high rigidity of the cylinders and high water pressure: no cavitation, 
no erosion, 

~— all auxiliaries are gear-driven: no chain, no belt, 

— the filtering of fuel, oil and air is of the highest efficiency, 


— the Ricardo Comet V pre-combustion chamber permits the use of low 
grade fuels. 


Whichever is the problem you are faced with, a 175 C.O. type engine 1s 
the solution. 


Apply to our Departments; their specialists will help you efficiently. 


OCKERILL-OUGREE 


C18/603 
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BRITISH 


—are 
locomotive by ccurtesy of Matching the efficiency of the new ‘English 
‘English Electric’. Electric’ diesel-electric locomotives is the 


Photograph of diesel-electric 


efficiency of the Far-Air filters which mean 
less down time, longer service life and 
greater efficiency under all conditions. 


There is-a wide range of Far-Air filters to 
handle all railway filtration problems. Please 
write for full details. 


Cut out photograph shows part of a Far-Air Viscous 
Panel Filter with expanded metal grille. 


MEMBER OF THE 
INTERMIT LIMITED 
ad Far-Air Licensed Manufacturers for Europe 


BSIRFIELO GROUP BRADFORD STREET, BIRMINGHAM 


\— 


ANOTHER A-MP ‘FIRST’... 


TRADE MARK 
* Trade Mark of 
AMP Incorporated U.S.A. 


makes 
wires 
into 
cables 
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ABRASION PROTECTION—for wires, hoses, tubing and cables 
RE-USABLE—a plus feature in repairs and modifications 
ATTRACTIVE—makes neat, compact wire bundles 

TAKE-OFF S—at any point along wire bundle 

MOISTURE FREE—construction prevents trapping of moisture 
COLOUR—can be colour coded for circuit identification 

3 SIZES—for bundles of 74” to 4” diameter 
MATERIALS—available in Polyethylene, Nylon and Teflon 


SPIRAL | 
TUBING 


Write for brochure giving full details of SP/RAP materials and performance 


AIRCRAFT-MARINE PRODUCTS (GREAT BRITAIN) LTD 


Head Office: Dept. 18 AMPLO HOUSE, 87/89 SAFFRON HILL, LONDON, E.C.1 
Tel: CHAncery 2902 (7 lines) Telex: 23513 Cables: AMPLO LONDON TELEX 


SOUTH AFRICA; DISTRIBUTOR; E. S. MOWAT & SONS “PTY) LTD. 51-57 MILNE STREET, P.O, BOX 437. DURBAN, NATAL, SOUTH AFRICA 
ASSOCIATED COMPANIES IN: U.S.A., AUSTRALIA, CANADA, HOLLAND, FRANCE, GERMANY, ITALY JAPAN AND MEXICO. 
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Illustration shows Northey Rotary No pistons, no valves, 

Exhausters being assembled for beige 

Diesel Locomotives for Sudan, and no sliding vanes. 

Electric Locomotives for India and 

for Diesel Electric and Guaranteed oil consumption not 

Diesel Hydraulic Locomotives for 
British Railways. exceeding 1 gallon per1000 hours running. 


GRESHAM & CRAVEN LTD 


NDON OFFICE AND SALES: 15 WHITEHALL S.W.1 
TRAE TRAFALGAR 6611-2 CABLE: L LONDON 


Northey Exhausters are 


manufactured for Gresham and Head Office and Works : Brake Division, P.O. Box No. 4, Norfolk Street, 
Craven Ltd, by N orthey Rotary Worsley Road North, WALKDEN, Manchester. 
Compressors Lid. Tel.: FAO 2041 (14 lines). Grams: Brake, Poon, WALKDEN, MANCHESTER. 
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i Carriages and Wagons 
OERLIKON PATENT DESIGN 


‘ os = This standard and basic design of Triple Valve 
enables the controlled application and release of 
brakes on goods and passenger trains. It is suitable 
for all sizes of brake cylinder and is in accordance 
with the conditions laid down for the admission 
of goods and passenger trains for international 
traffic. Leaflet A.9. 


TYPE EST4d/AL. 


The AL device used in conjunction with the 
EST Triple Valve, as illustrated, enables the 
brake cylinder pressure to be regulated 

automatically in proportion to the load on 
the vehicle, thus enabling the maximum 
brake efficiency to be obtained under all 
conditions. Among the advantages asso- 
ciated with this equipment are the simplicity 
of installation, further, the brake cylinder 
filling and releasing times are unaffected by 
load changes. Leaflet A.8. 


TYPE EST4d 
TRIPLE VAL 
In this instance the type R device has 
been added to the EST Triple Valve to 
enable two-stage braking to be obtained. 
This arrangement when applied to high 
speed passenger coaches and controlled 
by the vehicle speed enables the maximum 
brake efficiency to be obtained and 
greatly reduces the distance required for 
stopping a train. This style may also 
be used for simple load and empty 
braking with the two stages Hand con- 
trolled. Leaflet A.5. 


TYPESBBRAKECYLINDER 


(Made uncer licence from STABEG) 
A simple lightweight design of Brake Cylinder em- 
bodying a patent piston seal giving automatic lubri- 
cation to the cylinder walls and exceptionally long 
life to the sea!. A further patent covers a security 
device which simplifies maintenance and examina- 
tion of the Cylinder which is made in all standard 
sizes and styles. Leaflet A.14 


DAVIES & METCALFE LTD. 


INJECTOR WORKS - ROMILEY - ENGLAND 
Telephone: Woodley 2626 (2 lines) Telegrams: EXHAUST, ROMILEY 
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MAIN-LINE ELECTRIFICATION 


This Reyrolle 25-kV single-phase air-blast circuit- 
breaker has been designed specifically to control 
the incoming supply to electric locomotives 


400 amperes current rating. 

250-MVA breaking capacity at 25 kV. 
Compact and robust construction. 
Simple six-bolt fixing to roof of cab. 
Immediate access to all major working- 
parts to facilitate maintenance. 
Operation from locomotive’s 
compressed-air system. 


Hebburn - County Durham - England 
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ULK CEMENT WAGONS 


The Associated Portland Cement Manufacturers Ltd., have placed a contract for a large number 
, of Bulk Cement Wagons with Gloucester. The wagons are designed for high speed operation 
4 over British Railways, and have a load capacity of 27 tons, and a discharge rate of 7 tons per 
minute. The tank and underframe are fabricated in aluminium alloy. 


Photograph by courtesy of A.P.C.M. Ltd. 
Gloucester Railway Carriage & Wagon Co. Ltd Gloucester - England - Tel: Gloucester 22111 Grams: ‘Railcar’ Gloucester 
LONOON OFFICE 1-5 NEW BOND STREET, LONDON, W.! TELEPHONE: HYDE PARK 2956 
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when everything 
depends 
ona nut 


A lot can depend on a single nut—safety, efficiency, your reputation as a manufacturer. 
If that’s the sort of exacting role the nut has to play, there are six good reasons why 
you should choose a Nyloc: * Nylocs are self-locking anywhere on the bolt thread. 
* Nylocs stand up to shock, vibration, oil, corrosives and extremes of temperature. 
* Nylocs can be used again and again. 

* Nylocs don’t damage the bolt thread. 
* Nylocs have no extra bits and pieces to fit or get lost. * Nylocs 


save time and money (it takes 40 minutes to assemble 

100 }” Nylocs as against 60 minutes to assemble 100 }” full nuts 
and jam nuts’). If you want still more reasons, send 

for the Nyloc brochure—it’s free and includes complete tables of 
all Nyloc types, sizes, threads, materials and finishes. 


* These times are based on ‘The Handbook of Standard Time Data for Machine Shops’ 
by Haddon & Genger published by Thames and Hudson Limited, London. 


specify a NYLOC 


SIMMONDS 
TREFOREST, PONTYPRIDD, GLAMORGAN 
AEROCESSORIES Branches: LONDON - BIRMINGHAM » MANCHESTER - STOCKHOLM? 


COPENHAGEN - BALLARAT - SYDNEY - JOHANNESBURG - NAARDEN 


LIMITED MILAN - NEW YORK - BRUSSELS AND MANNHEIM 


‘fC, A MEMBER OF THE FIRTH CLEVELAND GROUP 
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The above technical achievements have shown the 


ISOTHERMOS axleboxes are in the forefront of the 
technics of railway journal lubrication, having 
gained THE WORLD SPEED (205 m.p.h.) AND EN- 
@) i a DURANCE (405,000 MILES) records when fitted 
to French National Railways Electric Locomotives. 


Isothermos modern mechanically 


lubricated axleboxes of the 
“Athermos” type meet all require- 
ments of modern railways 


Hellenic State Railways 


10,000 Spanish State Railways 20-ton wagons 


French National Railways, International Union 
of Railways standardised wagons 


way for Isothermos designs meeting the particular 
problem of modern railway wagons including special 
device for TIPPING PURPOSES. 


Thousands of Isothermos axleboxes are in 
daily operation by the main European and 
African Railway Companies. They are in- 
corporated in the modern wagons of their 
new development programmes. 


Moroccan Railways (Phosphate ore) 


1,500 Danish State Railways wagons 


5,000 Turki State Railways wagons 


SOCIETE INTERNATIONALE DES 


APPLICATIONS ISOTHERMOS 


60 AVENUE DE LA GRANDE ARMEE, PARIS, FRANCE 


Exclusive Licensees in Great Britain: F, H. LLOYD & CO. LTD., JAMES BRIDGE STEEL WORKS, Nr. WEDNESBURY, STAFFS., ENGLAND 
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A fine example of co-ordinated 
construction methods is featured in the 
new Underpass on London’s Western Avenue* 


where Aluminium Alloy extrusions, manufactured by * Consulting Engineers to Ministry of 


Transport 
Southern Forge Ltd., are used throughout for framing Messrs. Rendel, Palmer & Tritton 
the interior walls. Strong, durable and light to handle, reg re 
Alminal Aluminium Alloy provides a versatile and Sub-Contractors for tunnel lining 


Baileys (Bristol) Ltd. 
economic material in modern building and road construction. 


outhern Forge trp 


MEADFIELD ROAD - LANGLEY - BUCKS 
Telephone: LANGLEY 301 


MANUFACTURERS OF ALUMINIUM ALLOY EXTRUSIONS TUBES AND FORGINGS 
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On the permanent way, rail fastenings must combine 
maximum holding power with the right degree of 
resilience. The Tempered Spring range of rail 
fastenings, in which these essential qualities of grip 
and flexibility are combined, prevent rail creep and 
maintain gauge. 
Write now for details of :- 
Resilient : . . . Rail spikes . . . Rail clips . . . Clips for point and 
crossing work 
For Timber and Concrete sleepers 


22 
3 
THE TEMPERED SPRING 
Fees ¢ A Member of.the Tempered Group a 
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ELECTRIC HORSE 


(LOW OR HIGH 


PICK 


PLATFORM TRACTOR 


— 


UP MODELS) 


FIXED PLATFORM 


LOW LOADER ELEVATING 
PLATFORM TRUCK AND 
LOW LOADER FIXED 
PLATFORM TRUCK 


NDUSTRIAL TRACTOR 


TRUCK 


CONVEYANCER 


EM 


ROBOT 


JG 
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Electric Trucks 
and Tractors 


New Additions to the Conveyancer Range 
... Scott Electric Vehicles... towing 
tractors, elevating and fixed piatform 
trucks... Electronically controlled 
“Robotug” systems... The Scott electric 
truck in all its various forms is being 
used extensively throughout Great Britain 
...in station sorting offices of the 
General Post Office, in goods and 
passenger stations of British Railways, 
in factories and in hospitals. 

Write for illustrated literature. 


reott ELECTRIC VEHICLES LTD. 


-LIVERPOOL ROAD, WARRINGTON 
Telephone: 35241, Grams: Hydraulics, Warrington. 
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Photo by courtesy of British Railways, Southern Region. O r t h e 
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COMPOSITION 
BRAKE BLOCKS 


Consider these advantages == _ No metallic dust. 
Longer life. 
Lighter to handle. 
Less maintenance. 
Greater efficiency in all weathers. 
Overall economy in cost. 


And Reliability assured by 25 years’ experience, research and improvement. 


TRANSPORT BRAKES LIMITED 


Head Office & Works: Bath Road, Bristol 4 - Phone: 76077 
Contractors to H.M. Government Branches and Agents throughout the World 
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Complete Insulation 


25 


with Sprayed LIMPET Asbestos 


Why Sprayed LIMPET Asbestos ? Because it is the only insulation to combine: 
INCOMBUSTIBILITY - HIGH THERMAL EFFICIENCY - EFFECTIVE SOUND 
ABSORPTION - ELIMINATION OF DRUMMING - LIGHTNESS IN WEIGHT 
CORROSION INHIBITION. 

30 years of continuous research and development have resulted in a product 
expressly adapted for the searching conditions of modern locomotives and 
rolling stock insulation. 

Now, lighter coatings and improved equipment provide even greater efficiency 
at less cost and ensure that Sprayed LIMPET Asbestos retains its leadership in 
the insulating field. 


Other J. W. Roberts Ltd. 
products for railways include 


FEROBESTOS astestos reinforced 


plastics 


FEROGLAS giass reinforced plast 


LIMPET asbestos based lining board. 


Polyurethane polyurethane 
y foam for refrigerated 
vehicles and tankers etc. 


Also asbestos tertiles, 
packings and jointings etc. 


J. W. Roberts Ltd 


A MEMBER OF THE TURNER & NEWALL ORGANISATION 


Chorley New Road, Horwich, Bolton. Telephone: Horwich 840. 
Branch Sales Offices: London, Glasgow, Birmingham, Leeds. 
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TOKYO'S DATESP SUBWAR CARS 


Hit 


| 


DIESEL-HYDRAULI é LIMITED EXPRES RAIN “KODAMA” DELIVERED 
OCOMOTIV} Class DD 13 ’ TO JAPANESE NATIONAL RAILWAYS 


KISHA SEIZO KAISHA, LIP 


Head Office: No. 367, Marunouchi Bldg... Marunouchi, Chivoda-ku. Tokyo, Japan. 
Cable Address: “KISHASEIZO rOKYO” Works: Tekvo «& Osaka. 
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BRITISH , INDIA STATE 
RAILWAYS RAILWAYS 


modern diesel 
cranes for 
modern railways Lf 
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SOUTH AFRICAN 
RAILWAYS 


Smiths have secured many contracts for 
diesel railway cranes, both in Britain and 
overseas, on the first-class design, efficiency 
and quality of these machines. They can 

be fitted with shunting or non-shunting 
carriages (any rail gauge), to travel 
independently and with rolling stock; and 
with standard or tropical cabs, as specified. 
No doubt about it, Smith railway cranes 


are on the right lines—all over the world! 


THOMAS SMITH & SONS (RODLEY) LTD., ROOLEY,. LEEDS, ENGLAND 
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BATTERY RAILCARS 


for high economy on branch lines and local services. 


Electric traction ensures absence of noise and 
vibrations, high starting acceleration. 


Battery operation eliminates capital expenditure 
for overhead lines. 


100 km.p.hr. maximum speed; daily range 250 to 350km. 


depending on route schedule (500 km. if re-charged). 


MASCHINENFABRIK AUGSBURG-NURNBERG AG. NUREMBERG WORKS 


R 1625) eng! 
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Today's 100 m.p.h. traffic makes big demands on the track. To help cope with this 
problem, Bayliss, Jones & Bayliss have developed resilient rail fastenings for use with 
concrete sleepers and long welded rails. Approved by the British Transport 
Commission, these tough spring steel fastenings are the latest additions to the BJUB 


range, which still includes, of course, many traditional types of fastening. 


BAYLISS, JONES & BAYLISS LIMITED 


Head Office: Victoria Works, Wolverhampton. Tel: Wolverhampton 20441 
London Office: GKN House, 22 Kingsway, London, W.C. 2. Tel: CHA 1616 
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MODELS 
In oes on Main Lines F.805 
2 COILS throughout the World 


HYDRAULIC 


PLY SPANNERS AND TOE JACKS 


SPIKE TENSIONERS These NEW model Track Toe Jacks are 
the Lightest of their kind, weighing 
only 45lbs. and they Lift very speedily. 


“MINI” TRACK JACK 


and Complete Range of 


HYDRAULIC TRACK JACKS 
AND TOE JACKS 
HYDRAULIC RAIL BENDER 


There is a detailed, illustrated Booklet for 
each one of the above "Kenitra” products. 


Kenhi MODEL F.805/1. Lifting. 

These all-steel “Kenhi” Jacks combine 
rigidity with lightness. Lifting capacity: 
6 tons on toe; 8 tons on head. (These Jacks 
are tested to 25% overload.) 

They are designed for slueing as well 
as lifting, and their dimensions and opera- 

— tional limits meet all the requirements of 
Kenhi obstructionless MODEL F.805. Slueing. track maintenance work. 


Write for detailed illustrated booklet to: 


KENITRA COMPANY LIMITED 


54 OLD BROAD ST., LONDON, E.C.2 
Telephone: LONdon Wall 7621 
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BUOYANT 
Lace Web Seating 


(By kind permission of the Pullman Car Company Ltd., B.T.C.). 


THIS ILLUSTRATION 


for maximum comfort SHOWS BUOYANT 


LACE WEB SEATING 

IN PULLMAN CAR 

THE LACE WEB css 
STOCK. 


SPRING CQ. LTD. ton tie 


CAR COMPANY LTD., 


SANDIACRE near NOTTINGHAM BY METROPOLITAN- 
CAMMELL CARRIAGE AND 
Phone: Sandiacre 2133-4-5 WAGON CO. LTD. 
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Shipbuilding 


Whatever your job.... 


Iron Foundries 


JOHN SMITH 


for easier handling! 


% REMEMBER, whatever your 
lifting problem, JOHN SMITHS 
have an answer. 


JOHN SMITH (KEIGHLEY) LTD. P.O. BOX 21, THE CRANE WORKS, KEIGHLEY, YORKS. 
“phone KEIGHLEY S311 (4 lines) ‘grams CRANES, KEIGHLEY 

London Office : Buckingham House, 19/21 Palace Street, (off Victoria Street) London S.W.1 
Tel: Tate Gallery 0377/8 

Southern Counties Office: Brettenham House, Lancaster Place, Strand, London W.C.2 Tel: Temple Bar 1515 


Scotiand: 18/24 Fore Street + Scotstoun + Glasgow W.4 + Tel: Scotstoun 6355/6/7 
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MICROWAVE 
RADIO 
TELEPHONE 
BRITAIN 


300 Channels 
: between 


British Railways first microwave 


multichannel system from Newcastle to York q tl d y k 
via Darlington will have a 300 ewcas é all or 


telephone channel capacity. The system 


| 


allows for channels to be dropped off at 
intermediate points and can accommodate 
high speed data transmission. 


ae ARCON COMPLETE COMMUNICATION SYSTEMS 
SURVEYED - PLANNED - INSTALLED - MAINTAINED 


COMMUNICATIONS DIVISION, MARCONI’S WIRELESS TELEGRAPH COMPANY LIMITED, CHELMSFORD ESSEX, ENGLAND. 
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PATENTED HYDRAULIC 


PRELECTOR 


PRE-SELECTIVE SPEED-CHANGING SYSTEM 


Giving rapid changes from any one speed in the range 
to any other by the movement of a single jever. 

This device allows fora simultaneous change of speed 
and direction of rotation. 


complete conge includes Copsten and Turret Lothes 
with copocities up to swing over the bed and dia. hole through spindle. 


SELLY OAK 
BIRMINGHAM 19 
Phone : Selly Oak I13I 


lease for Brochure P7 


W669/1A 
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FREIGHT, 

PASSENGER, 
SHUNTING 

DIESEL LOCOMOTIVES 


all ride on 
COMMONWEALTH BOGIES 


A wide variety of designs meet a wide variety 
of operating conditions and make General Steel 
the world’s leading designer of diesel locomo- 
tive bogies. 


All Commonwealth bogies designed by General 
Steel include sturdy one-piece cast steel frames 
to assure you of maximum service and safety 
with minimum maintenance. 


Let General Steel apply their years of design, 


. . . where railway production and service experience to help you. 
progress 
is cast in steel 


Commonwealth products are furnished completely machined and are designed for all track gauges by 


GENERAL STEEL INDUSTRIES, INC. 
Granite City, lil. + Eddystone, Pa. * Avonmore, Pa., U.S.A. 
Subsidiary: St. Louis Car Company, St. Louis, Mo. 


Commonwealth Products are produced under license in Australia, Canada, England and South Africa 


COMMONWEALTH SALES CORPORATION 


International Representatives: Granite City, Illinois, U. S. A., Telegraph: ““Comsteelco” 
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; Wheels Tyres Axles 


and complete wheel pairs 


RINGS and CIRCULAR DIE FORGINGS 


Seamless Rings in Carbon and Alloy Steels. Flanges of all 
types. Gear Rings and other rings with square, rectangular or 
profiled cross section, from 6 in. (minimum weight 70 lbs.) to 
78 in. inside diameter and from 2 to 12 in. axial width. Circular 
Die Forgings, maximum weight 2,000 lbs.—plain or punched 
slabs and special shaped forgings up to 40 in. diameter. 


anos. aco: LTD 


TRAFFORD PARK STEELWORKS, MANCHESTER 17 
LONDON OFFICE: ST. ERMIN'S, CAXTON STREET, WESTMINSTER, S.W.1 
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Safety 
glass... 


think of 


Now... TRIPLEX Toughened Glass for tomorrow’s rolling stock 


For many years now, Triplex glass has been a familiar and reassuring feature to millions of motorists. 
Now Triplex Toughened Glass joins Triplex Laminated Glass in the industrial field. It is available now to 
the designers and manufacturers of railway carriages and other rolling stock. If you have any technical 


problems or special requirements concerning safety glass, write to us. T iz i PLE X eS 


TRE TRIPLEX SAFETY GLASS COMPANY LED. AT BYTHE ROAD, WILLESDEN, LONDON, N.W.10, KINGS NORTON, BIRMINGHAM, OR ECCLESTON, ST. HELEN'S, LANCS. 
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Welded rail in Malaya. Reproduced by courtesy of the General Manager, Malayan Railway. 


=e Elastic Rail Spikes give resilience to absorb 


.: vertical rail movement. Rail creep is resisted in both 
a directions and track maintenance costs are reduced. 


Designs are available to suit existing Track Construction. 


ap 


(AI 
Single shoulder Double shoulder Without 
baseplate. baseplate. baseplate. 


ELASTIC RAIL SPIKE CO. LTD. 


41/43, MINCING LANE, LONDON, E.C.3. 
Telephone: MINCING LANE 3222. Cables: ELASPIKE, LONDON, E.C.3 
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Debate on the Transport Bill 


Tue debate on the Transport Bill, 1961, was opened last 
Monday by Mr. Ernest Marples, Minister of Transport, 
whose speech is summarised on pages 606-608 of this issue. 
Two of the most interesting of his points were that there should 
be flexibility in a Transport Bill, and that there must be no 
dictatorship in the transport field. An impression of Mr. 
Marples’ idea of flexibility may perhaps be gained from his 
views on the task of London Transport which, according to 
the Bill, should provide an adequate and properly co-ordinated 
system of passenger transport. Mr. Marples pointed out that 
the main operating pattern of London Transport was laid down 
in 1933, and that, although on consideration he thought its 
main running powers and the London passenger transport 
area should remain unchanged, in really exceptional circum- 
stances—and subject to suitable protection for other operators 
~the new London Board would be able to seek authority for 
particular extensions of its services. Here, the Minister's sense 
of flexibility is very nice indeed: one hopes that the “* protection 
for other operators ” will cover as great a range of possibilities. 
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On dictatorship in the transport field, Mr. Marples has strong 
views: he will have none of it. Integration is out. Co-ordination 
of policy and investment is the order of the day, and special 
provision for this in the Bill includes new arrangements for the 
Transport Users’ Consultative Committees, whose task is to be 
curtailed. Together with the new financial structure, the 
elimination of the common carrier obligation, the freedom 
to fix rates and fares outside the London Passenger Transport 
Area, and the rather ominous provisions for safeguarding the 
interests of present employees of the British Transport Com- 
mission, this curtailment carries with it a slight odour of 
Greek gift. Perhaps the suspicion is unjust: in any event, the 
fall of Troy was due to the stupidity of the Trojans in accepting 
the wooden horse to the extent of taking it inside their walls. 


Reactions of the House 


Tue reactions of both sides of the House to the Transport Bill 
and to Mr. Marples’ speech was mainly unenthusiastic. One 
Member thought that the main purpose was to destroy the 
spirit and machinery of co-ordinated public transport. Another 
was worried about the capability of a contracted railway system 
to carry the increasing traffic which must result if the Prime 
Minister proved right and the average national wage increased 
to £1,000 a year by 1970. Was this extra traffic to go on the 
roads ? What about the enormous cost (estimated at £300 
million a year) of smoke pollution and (£60 million to £70 
million) of road accidents ? The cost of traffic congestion had 
been estimated by the Institution of Civil Engineers at £500 
million in 1957 and at £2,000 million by 1967. The Minister 
should try to decrease the burden on the roads, not multipiy 
it. In France, Government support had created a first class 
railway system which guaranteed to take the passenger “* from 
anywhere to anywhere *—this was achieved through integra- 
tion of rail and bus services. Vital to the nation as a whole 
and in particular to French exports and tourism, the policy 
had also succeeded in reducing an initial deficit which varied 
between £100 million and £150 million a year to about £50 
million a year—admittedly an immense sum, but one not 
begrudged by the French nation. Yet another Member 
thought it seemed clear that the Government had not yet 
decided whether British Railways had a long-term future at 
all, and was worried by the apparent power of the Minister 
to discontinue, say, a factory in Swindon without opposition. 
He thought that the Minister’s accountability to the House 
should be increased and that the right to ask him questions 
should be extended. Another Member did not consider the 
Minister to be superhuman, modest, or as having shown 
evidence of the exceptional capacities required to carry out 
all his statutory duties. As it appeared that ‘the Minister 
must be to some extent a “ rubber stamp,” this Member thought 
that the country should know who actually was taking the 
decisions passed under the Minister’s name. 


The home side 


A Most interesting point was made by Sir Richard Nugent, 
Joint Parliamentary Secretary, who additionally thought it was 
not possible at present to be precise as to what should be the 
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exact size and shape of the British railways. Believing the only 
part of the system absolutely essential today to be the London 
commuter service, he stated (without further explanation) 
that this could be made to pay. More information on this 
point will no doubt be awaited not only by British Railways 
but by systems all over the world, for this is without doubt a 
64,000-dollar question. Sir Richard Nugent thinks that the 
stopping services on main and branch lines are in general 
completely uneconomic and that the great majority of them will 
have to go. He also referrred to the freight depots “* spread out 
in thousands all over the country.” Designed for the horse 
and cart days, today most of these handle “* diminutive quan- 


tities of freight.” Quoting figures obtained from the Southern 
Region, he appeared not to be completely up to date, for he 
seemed unaware of the extensive scheme of freight concentration 
now under way in that area. He also could not have heard of 
the streamlining which has been going on for some while 
past on other Regions, notably the North Eastern. Con- 


cluding the debate, Mr. John Hay, Joint Parliamentary Secre- 
tary, declared that the House must make up its mind whether 
it wanted public transport in Britain to run as a social service 
or at a profit. A lot of people would like to know the answer 


on that question 


Railways and the International Bank 


Tuose who currently take the view that the railway industry 


has passed its peak of importance in furthering the world’s 
economic and social well-being would do well to study the 
recently issued Sixteenth Annual Report of the International 
Bank for Reconstruction & Development. In it appears a 
statistical table, relating to the end of June, 1961, which reveals 
that, of the total bank loans “* Classified by Purpose and Area ” 
under the general head of “ Transportation,” no less than 
$956 million had been allocated to “ Railroads,” out of a 
total! of $1,823 million. Loans for ‘“* Roads ” amounted to but 
$481 million and * Ports & Waterways” accounted for $254 
million. At least five continents were concerned, with railways 


figuring in each of them. It would seem that railways have still 
a major part to play in world development. An editorial dealing 
with the World Bank appeared in our November 10 issue. 


Transportation Club 


Since the Transportation Club had to relinquish its premises at 
Wilton Crescent, S.W.1, the Council has been concerned with 


the winding up of the company promoting the club. Largely 
due to the indefatigable work of Mr. E. J. Morris, Director & 
Secretary of the Pullman Car Co. Ltd., who undertook the 
onerous task of the Honorary Secretaryship, and Mr. Dennis 


Handover, the last Chairman, the winding up has been 
accomplished successfully. It is a matter of great satisfaction 


to the Council that the final results have shown the Club to be 
fully solvent. The Transportation Club, which arose from the 
desire of the old Railway Companies Association to promote 
friendly relations between transportation officers of the American 
and Canadian Forces and British railway officers during the 


war, afterwards became a meeting place for transport people 
of all kinds under the chairmanship of Mr. J. A. Kay, former 


Editor of The Railway Gazette. Other names which will always - 


be associated with the club are those of Colonel K. R. N. 
Speir, the original Secretary, and Mr. K. W. C. Grand, one- 


time Chairman. Although the club in its original form has 
ceased there are many who wish to see it perpetuated in some 
form: present ideas turn in the direction of luncheon meetings, 


which would maintain the spirit which proved so helpful to 
many sides of the industry. 


U.K.R.A.S, sponsored lecture tour 


Mr. S. B. WARpeR, Chief Electrical Engineer, British Transport 
Commission, is in India to read his paper on “ Progress of 
50-cycle traction on British Railways” to the Institution of 
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Locomotive Engineers (Indian Centre). His visit has been 
arranged by the United Kingdom Railway Advisory Service 
with Mr. Karnail Singh, President of the Indian Railway 
Board, and in collaboration with the British Transport Com- 
mission and the Institution of Locomotive Engineers. Mr. 
Warder is to read his paper in Bombay, Madras, and Delhi, 
and will then go to Pakistan where he will repeat the reading to 
senior officials of Pakistan railways. This is an encouraging 
sign of growing endeavour by the United Kingdom Railway 
Advisory Service to assist overseas railways by making available 
the most up-to-date information on technical developments on 
British Railways. It is understood that U.K.R.A.S. has 
organised a number of these lecture tours in other parts of the 
world, details of which are to be made known later. 


Objections to air-licence applications 


BRITISH RAILWAYS has been quick to seize On a passage in the 
Civil Aviation (Licensing) Regulations, 1960, which gives sur- 
face operators the opportunity to object to applications for air 
service licences. Briefly this passage states that “ a person who 
has made an objection to an application for services has a 
right to be heard by the Air Transport Licensing Board if he 
is a person whose business includes the carriage of passengers, 
mail or other cargo for reward, otherwise than by air.” British 
Railways has argued that the Board is required by the Act to take 
into account, in the public interest, the effect on its traffic of 
new air services. This contention has been dismissed by Sir 
Ralph Hone, the commissioner, who heard the B.R. appeal 
against the Board’s decision to grant Morton Air Services a 
licence to operate between Swansea and Birmingham. The 
Minister has accepted this recommendation but says, in so 
many words, that Sir Ralph Hone is wrong in his view that the 
Board need not consider the question of wasteful competition 
with the railways. 


Export Council Convention 


THe Export Council for Europe, formed last year at the 
instigation of the President of the Board of Trade to expand 
the export of British goods and services to the other 19 countries 
which are members of the O.E.E.C., is to hold its national 
convention in Eastbourne from November 29 to December 2. 
The aim of the convention will be to explore all practical means 
of expanding British exports to Europe and the emphasis will 
be on opportunities and methods. The Council will also be 
able to review the first year of its activities. There will be 
three plenary sessions and two main working sessions for the 
free exchange of information and ideas, and the planning of 
concerted action. Of particular interest is the session on 
December 1, of the transport group, the Chairman of which is 
Captain A. R. Glen, Joint Managing Director, H. Clarkson 
& Co. Ltd., the panel includes Mr. R. G. Grout, Chairman and 
Managing Director, Atlantic Steam Navigation Co. Ltd., and 
Mr. John Ratter, Member, British Transport Commission. 


Future of the travel agent 


IN His address to the Institute of Travel Agents on November 16, 
Mr. Charles Holt, Managing Director, Thos. Cook & Son Ltd., 
said that although Cook’s travel sales in 1960 were five times 
greater than the average sales in the years before the war, the 
expenses of running the business were over six times as great. 
Among the steps that were taken after the war to cope with 
expected increase in travel were the raising the standard of 
entrants into the business by making remuneration and con- 
ditions comparable to other commercial undertakings, and the 
raising of the standards of the industry in general. In spite 
of this raising of standards it should be borne in mind that one 
rarely receives more than what one pays for, and this is also 
true of travel. Not the fare, but what the fare provides is the 
real standard of comparison and the travel agent who keeps 
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this in mind will consolidate his future position with his 
customers and increase his present earnings. 


24-hour timesheets 


THE interest of the Association of British Travel Agents was 
caught, during its recent conference, by the 24-hour timesheets 
which the North Eastern Region inaugurated on British Rail- 
ways at York Station early in September. The Chairman of 
the Association, Mr. C. Garstang, commented favourably 
on the timesheets and said that they had the great advantage 
of clarity between a.m. and p.m. The idea of displaying these 
sheets for an experimental period at York is attributable to 
Mr. F. C. Margetts, General Manager, British Railways, 
North Eastern Region, who said that, despite the fact that 
some people were inclined to pencil in the 12-hour times, the 
experiment was successful. Although the sheets may be more 
widely used in the North Eastern Region, the 24-hour clock 
system is not likely to be adopted generally by British Railways 
The cost of altering the public timetables would be about 
£250,000, and a further £1 million would be required to adapt 
the working timetables, books and clocks. 


U.T.A. capital reorganisation 


THe Ulster Government’s long-awaited plan for the reorgan- 
isation of the capital of the Ulster Transport Authority con- 
tains seven money resolutions to be moved by the Minister 
of Finance, Captain Terence O'Neill. The effect of these 
resolutions will be to write off £9,645,000 from the end of next 
January, and to provide a sum not exceeding £2,500,000 to 
meet further losses on the railways until a definite future policy 
has been decided. The Authority will be relieved from the 
obligation to find money for the purchase of the Northern 
Ireland section of the Great Northern Railway; the repayment 
of the sum outstanding on money paid by the Minister of 
Finance in fulfilment of guarantees under the 1948 Transport 
Act, and advances made by the Government Loans Fund in 
1949. Some of this latter money relates to the cost of acquiring 
the Northern Counties Committee section of the former London 
Midland & Scottish Railway and the County Down Railway. 
At the same time a question has been put down for the Minister 
of Commerce asking if he will abolish the U.T.A. monopoly 
in freight traffic and allow farmers to use their tractors and 
lorries subject only to public safety. 


Public versus private road haulage 


THE proposed legislation in regard to the future of British 
Railways is intended to give the Railways Board a greater 
measure of freedom and to make possible more effective 
competition with the private carrier. The problem is acute in 
nearly all highly industrialised countries, and recent evidence 
of the attention being given to it is taken in the form of an 
illuminating leaflet entitled ‘ The Illegal For-Hire Trucking 
Problem,” prepared for the “* Committee Against Unauthorised 
Transportation” by the Transportation Association of 
America—a body representative of all means of transport. 
Inter-city road haulage is stated to have totalled about 293,000 
million ton-miles in 1960, of which only one third was handled 
by carriers, common and contract, subject to regulation by 
the Interstate Commerce Commission. 


Exporters and shipping 


T is occasionally suggested that British exporters are handi- 
capped vis-a-vis their Continental competitors, because 
British shipping and dock charges are higher than those on the 
Continent. 
Shipping can be divided into liners, cargo liners, and tramps. 
Tramps carry mainly bulk cargo, such as grain, while finished 
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goods, which include most kinds of railway material, go by cargo 
liner. Therefore, most of what follows relates to cargo liners. 

So far as tramps are concerned, bargaining between shipper 
and ship-owner is of a keen cut-and-thrust character, based on 
current and ephemeral supply and demand. In contrast, 
most cargo liners are organised into conferences, mainly of an 
international character. All members of a conference quote 
uniform and agreed rates, and guarantee expeditious and 
regular service. In return for these services, they try to bind 
shippers to use their ships alone. It is fair to add that, while 
there is no competition between members of a conference as 
regards rates, there is competition as regards services and 
efficiency. 

All members of a conference do their best to absorb fluctua- 
tions in operating costs without varying their rates. But 
ship-owners must live, and in these days of inflation the time 
may come when conference rates have to be raised. If so, the 
new rates become operative on all vessels loading at certain 
ports on or after certain dates. 

Granted that’ many conferences embrace both British and 
foreign lines, and that they all impose uniform rates, there is 
a prima facie case for suggesting that, so far as finished goods 
carried by cargo liner are concerned, there is little room for 
discrimination against British exports and in favour of foreign 
exports. 

Not all cargo liner companies are members of conferences; 
some are free to quote as they think fit. These sometimes 
undercut conference rates. On the other hand, they are under 
no compulsion to offer regular services. The result is that, if 
an exporter makes use of a non-conference line, he may find 
one day that his line has packed up and that he has been left 
high and dry. 

The benefit to export trade of regular sailings known in 
advance cannot be over-estimated. It means that exporters 
can quote firm delivery dates and that, so long as conference 
rates do not vary without due warning, an exporter can estimate 
his shipping charges in advance. This will help him when he 
comes to quote prices. 

Three further problems are of the utmost concern to British 
ship-owners, if not to British exporters. These are: flag 
discrimination, subsidies, and flags of convenience. 

Flag discrimination occurs when a Government exerts 
pressure to direct cargoes to ships of its national flag. It can 
apply not only to exports from the country in question but to 
“cross trades as well. It can take many forms, most of 
which militate against British shipping. Nor is it easy to stop, 
even when attempts are made by international agreement. 
Loopholes can always be found—even incorporated in the 
agreements themselves. 

Subsidies can take two forms—* building and operating.” 
Building subsidies are by far the most common, the most 
obvious example being the aid given by their Governments 
to West German and Japanese ship-owners to reconstitute 
their fleets after the war. Here it is necessary to be careful. 
If, for example, a Government provides half the cost of a 
new ship, the owner will save half his “ interest’ cost. He 
must still provide for the amortisation of the whole ship, 
because he will have no assurance that fresh aid will be forth- 
coming when the time comes for replacement. 

Building subsidies can take many forms, direct or indirect. 
Operating subsidies are less common, but the American 
Government gives subsidies called “ differentials,” both 
building and operating, to its ship-owners, with the object 
of reducing their admittedly high costs down to a level where 
they can compete internationally. An operating differential 
is open to American owners of cargo liners who can show that 
it is required to meet foreign competition and to promote 
foreign commerce of the United States on an essential trade 
route. This leaves a door very wide open. 

It is a moot point if operating subsidies have affected con- 
ference rates, especially as there is no evidence that any country 
other than the United States has yet granted operating sub- 
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sidies. One obvious reply would be that unless subsidies 


of both kinds were granted, the shipping lines concerned 
would not be able to join a conference at all because they 
could not afford to quote conference rates. 

The practical effect of flags of convenience is that vessels 
registered in this way operate either tax-free or with a minimum 
burden of taxation. Many American ships are registered 


under flags of convenience, and so escape American taxation. 
Experience has shown that this device has played havoc with 
British shipping, particularly in South American waters. 


Ministers and Boards 
TH relationship of Ministers to the Boards of the public 


corporations for which they are responsible, and of both 
to Parliament, has been one of the most complex—and con- 
troversial—problems that has confronted the postwar nation- 
alised industries. The Select Committee on Nationalised 
Industries has been very critical of Ministers where it has 
considered they have exceeded their statutory duty in inter- 
vening in the corporations’ affairs, particularly in regard to 
charges and services. This was especially so in the case of 
British Railways on which they reported in 1959. They 
stated that the Commission was open to the influence of the 
Minister over a greater area than the statutes laid down and, 
among others, instanced his calling on the Commission to 


make economies of £20 million at a time when the railways’ 
finances were deteriorating, an action which was criticised 
in these columns at the time. But it was over fares and 
charges that the Minister’s intervention was greatest in the 
*50’s and subsequently in regard to capital investment. He was 


- even accused in Parliament of acting unconstitutionally in the 


former case, when he ignored the advice of the Transport 
Tribunal, and arbitrarily, but probably within the statutes, 
in regard to the latter. But in sum, the Committee concluded 
that there had been a number of government decisions which 
had adversely affected railway operations and recommended 
the principle that, where government action caused national- 
ised industry to incur a specific loss or expenditure which it 
would not otherwise incur, the Government should take steps 
to compensate the industry. This principle has since been 
accepted by the Government and may account for the far 
greater powers that are conferred on the Minister of Transport 
by the Transport Bill now before Parliament. 

Not only is it provided that the Minister appoint the mem- 
bers of the Boards and Holding Company (although not of the 
Regiona! Railway Boards) but also that he be responsible for a 


wide range of functions, or that his approval be obtained, 
which has heretofore been left to the public corporations them- 
selves and which could be interpreted as managerial as op- 


posed to policy matters. The list is lengthy and includes, for 
instance, the requirement that the consent of the Minister 
be obtained before the Railways Board can manage any 
hotels, and the Boards must put to him their proposals for his 


approval about the manner in which their powers of con- 
struction, manufacture, and production are to be exercised. 
In a number of cases, they can only be exercised with the consent 


of the Minister. Although greater flexibility is now provided 
for fares and charges adjustments, the Minister can order a 


review of London fares, and as concerns closures of sections 
of lines, his consent has to be obtained after consideration of 
reports on the proposals by the Area Consultative Committees. 
He can in fact order the Board to provide alternative services. 
hese are wide powers indeed. But further scope for his 
intervention is provided by the fact that he can preside over the 
Nationalised Transport Advisory Council which is to be set 
up to advise him on co-ordination or on any other aspect of 
the nationalised transport undertakings that he refers to them. 


The Minister could then presumably use his general powers of 
direction to instruct the Boards to carry out their decisions. 
Certainly, co-ordination of the various undertakings now to be 
separately administered is desirable, but whether this should be 
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a function of a body comprising a miscellany of business- 
men, sitting with the Chairmen of the Boards and presided 
over by the Minister, or of the executives of the undertakings 
themselves is highly debatable. It may prove a poor sub- 
stitute for the Commission itself. 

The Transport Bill carries the Ministerial-Board-Parlia- 
mentary relationship farther along the road to direct govern- 
ment control than was originally envisaged when public 
corporations were chosen as the instrument for the adminis- 
tration of the nationalised industries. Because the Minister’s 
powers are greatly extended Parliament will have a greater 
voice; Parliamentary Questions will be easier to table matters 
of day-to-day management, to the extent they come within the 
Minister’s responsibilities, and many now will be subject to 
Parliamentary debate—as they now are on adjournment 
debates—but the Minister will have to answer not on the 
Commission’s behalf as he now does but for the exercise of 
his responsibilities in regard to them. With the railways 
dependent on the State for their finances—at least for the next 
five years as provided in the Bill—perhaps this extension of 
Ministerial and Parliamentary control was inevitable, but 
whether it was necessary to extend it so far is doubtful. The 
basis of the public corporation was that managerial and 
financial autonomy was desirable so that it should be free of 
both political interference and Treasury control. The latter 
may now be unavoidable, but could be exercised in such a 
way that the former is preserved. It would be preferable if 
it were because past experience has shown that Ministerial 
interference is not always in the national interest but may be 
for political reasons. It is right that Ministers should be 
responsible for seeing that the nationalised industries carry 
out the broad economic policies decided upon by the govern- 
ment of the day. But it is wrong that they should be used for 
implementing policies based as they may be on partisan party 
politics. Unfortunately, this has adversely affected the trans- 
port industry in the past, and it is to be hoped that the present 
Bill when it is on the statute book will be so interpreted by 
responsible Ministers that the interests of the industry is given 
preference over political doctrine. 


The design of railway bogies 


ACceRN road and air transport naturally makes passengers 

more ride-conscious, and the correspondence columns 
of the technical and daily press frequently emphasise the impor- 
tance of establishing and maintaining an acceptable standard 
of riding in rail vehicles. The three basic points of criticism are: 
(a) the deterioration of good ride characteristics in certain 
areas, (6) that riding quality is frequently better abroad, and 
(c) that the design of rail vehicle suspension has not kept pace 
with technical advance in other directions. 

In a paper read to the Institution of Locomotive Engineers, 
Mr. E. S. Cox, Assistant Chief Mechanical Engineer, British 
Railways, presented a clear assessment of these criticisms, 
gave an analysis of the many factors which combine to result in 
a good or a bad ride, and undertook a résumé of the develop- 
ment work undertaken by British Railways in the solution of 
six specific riding problems. A conclusion reached of significant 
importance was that better riding is now obtained in important 
cases from simpler bogie designs, not expensive in first cost 
and cheaper in maintenance, while their insensitivity to normal 
track irregularities is such that no special standards of track 
design or maintenance are called for to meet this first stage of 
improvement. The civil engineers are thus left only with the 
existing problem of dealing with really bad places in the track, 
without being faced by any immediate need for raising general 
standards. 

In discussing vehicle/suspension and vehicle/track relation- 
ships, Mr. Cox stated that the suspension difficulties encountered 
with the diesel Pullman trains clearly show that a bogie, in this 
case the Schlieren, giving excellent results in certain appli- 
cations, will noi automatically provide even an acceptable ride 
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in others. In connection with these complex interrelated factors, 
reference was made to recent articles in The Railway Gazette 
by Mr. J. R. Koffman and to material in an article by Mr. G. H. 
Batchelor published this week on pages 596-599, and to earlier 
Institution papers dealing with the application of known theory 
to bogie design. In the field of unknown factors of vehicle 
stability and riding characteristics, it has long been acknow- 
ledged that much remains to be done. 

This research and development has led to the establishment of 
ten particular design features which, when suitably applied, 
ensure attainment and retention of the highest measure of 
good riding on existing track. These design features, which are 
fully detailed in the paper, cover primary and secondary spring 
deflection; primary damping; secondary spring disposition and 
damping: swing-link design and suspension; bolster anchorage 
by traction bars; bogie frame stiffness; rotational damping; 
secondary spring anchorage, and check stop clearances. It has 
been clearly established by investigation and testing that the 
inclusion of ihe recommendations on these ten points into a 
new bogie design will give a consistently good ride, which is 
relatively insensitive to tyre wear and to normal track 
irregularities. 

The second half of the paper describes the action taken to 
solve six individual cases of riding problems. Although highly 
varied in their nature, these problems have all been solved 
to the extent by which it has been possible to, apply the ten 
basic principles outlined above. In chronological order, the 
author's survey covers the application of the Commonwealth 
and British Railways Type B.4 bogies to new vehicles and modi- 
fications to existing bogies on Southern Region electric multiple 
units, diesel railcars, British Railways standard double-bolster 
type, and Schlieren bogies on diesel-electric Pullmans. The 
Commonwealth bogie satisfies six of the ten desirable design 
features and supplied the first answer to the problem of riding 
quality in main line coaches. Ten bogies were put in service 
in 1956 and, by the end of 1958, had run over 150,000 miles, 
with complete absence of the severe ride deterioration formerly 
experienced. Here was found for the first time the dual effect 
where good suspension design not only reduced the rate of tyre 
wear, this attaining only ,°, in. on the tread and ¥ in. on the 
flange within the mileage stated, but also maintained good riding 
qualities notwithstanding the amount of wear which had 
occurred. This experience led to the British Transport Com- 
mission’s decision of 1958 to adopt the Commonwealth bogie 
as standard for all new main-line carriages for the ensuing 
three years in the first place. 

Following the circulation in 1953 of an O.R.E. report em- 
bodying the ideas and practice of 16 railway administrations, 
the Swindon office of Western Region of British Railways 
developed a bogie, a pair of which were built and put in service 
in 1956. The duplicated frame channels on each side provide a 
simple rigid base on which primary and secondary coil springs 
and swing links can be mounted in line, the absence of off-set 
promoting economy in material. The links can be of adequate 
length clear of the loading gauge and there is ample room at 
each end for knife edges of generous dimensions. 

The good riding characteristics of these bogies have been 
maintained throughout four years of test running and on express 
services these have recently completed 140,000 miles with a tread 
wear of 4 in. since the last tyre turning. 

As a result of the experience gained with these prototypes, 
certain modifications were introduced and a batch of 50 modified 
bogies were ordered. The modifications include cylindrical 
axlebox guides in conjunction with pairs of coil springs joined 
by a bridge member over the axleboxes; primary hydraulic 
damping integral with centrally-disposed guide columns; 
tying across of the upper and lower spring planks; traction 
bar location and anchorage, and a change from 3-ft. 7-in. 
to 3-ft.-dia. wheels. 

It is claimed that this bogie, which weighs five tons, is simple 
in design and capable of maintaining a good ride up to 150,000 
miles with a minimum of wear of tyres and components. The 
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design permits a high degree of accuracy in jigging the frame 
and fitting up all its attachments. Trial running of this bogie, 
designated B.R. Type B.4, has been carried out on the Western 
and Eastern Regions and two complete trains, the * Bristolian ” 
and the *“ Red Dragon” are in service equipped with these 
bogies. It is intended to adopt this design as the B.R. standard 
for main line coaches from 1963 onwards. 

Since the introduction of electrified services on the Southern 
Region, bad riding has been a continuous problem. The two 
factors chiefly responsible for this are (a) tight loading-gauge 
clearances which restrict the permissible sway of the vehicles, 
which in turn limit the vertical spring deflection which can be 
allowed, and (+) the average track condition resulting from the 
intensity of the service. Public complaint has been eliminated 
on stock fitted with a Mark IV bogie. This incorporates a 
lateral torsion bar, so arranged that it would not react to any 
required deflection of the secondary springs so long as only 
vertical motion was concerned. Any roll involving differential 
deflection of these springs twists the torsion bar and introduces 
a corrective moment limiting the sway to the required maximum. 

Bogies fitted to the original diesel railcar for branch-line 
services were intentionally light and simple in design. At speeds 
not exceeding 60 m.p.h. and on vehicles 66 ft. long, these bogies 
give an acceptable ride. Bad riding was encountered when 
higher speed long-distance services were introduced and coach 
lengths reduced to 57 ft. This problem has been solved by 
modifying the bogies to include the minimum number of basic 
desirable design features which will provide an acceptable ride. 
Modifications to the B.R. standard bogie include the substi- 
tution of a new single central bolster for the two former bolsters. 
Knife-edge suspension is used for the swing links and the 
number of wearing parts which formerly caused ride deteriora- 
tion has been greatly reduced. 

A solution of the bad riding problem on the diesel-electric 
Pullman trains was extremely difficult to achieve because of 
the many complex factors involved. A further complication was 
that not all bogies were affected and that bad riding occurred 
with new stock. After prolonged testing and investigation 
the following modifications, consistent with the general 
solution for all bogie problems, were introduced. (1) Fitting of 
traction bars on the motor bogies to ensure free lateral bolster 
movement. (2) Introduction of longer swing links and lateral 
dampers. (3) Provision of more primary spring damping to 
reduce bogie pitching. These modifications have removed the 
element of passenger complaint but the suspension is not 
ideal owing to constructional limitations. 


The eclipse of railway freight traffic 


BY A CORRESPONDENT 


Each issue of Transport Statistics shows that the downward 
trend of freight train traffic on British Railways is running 
amain. According to Number 10, in four weeks to October 8, 
originating tonnage declined by 1,306,000 tons, or 6-6 per cent 
from 1960. Over 40 weeks of this year the decrease swelled to 
3,887,000 tons, over 2 per cent. Ton-mileage declined faster. 
In these four weeks it was down 174 million, over 11 per cent, 
and in 40 weeks the railways worked 506 million fewer ton- 
miles, a drop of 3-6 per cent. The consequent loss in freight 
train revenue was £1,533,000, or 7 per cent, for four weeks, 
and £5,706,000, nearly 3 per cent, for 40 weeks. A further loss 
of £2,159,000 is forecast during four weeks to November 5, 
swelling the total decrease at that date to £7,859,000, or 
3-6 per cent. 

In the early 1950's the tenth four-week period ushered in a 
spell of heavy wagon-loadings. This year British Railways 
handled about a fifth less tonnage than in 1953, and worked 
almost 25 per cent fewer ton-miles. The Regions reported 
lower forwardings from 1960, varying from 4-5 per cent in the 
Western Region to 7-6 per cent in the London Midland Region 
and 11-4 per cent in Scotland. The Southern Region was 
singular in despatching 16,000 more tons of merchandise 
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(68 per cent), while the North Eastern Region was alone in 
ie sending 72,000 more tons of coal (2-3 per cent), but worked 

38-6 million fewer ten-miles with all classes of traffic, a fall of 
nearly 18 per cent. These abrupt changes would be caused to 


Aggregate for 


Four weeks to Incr. 44 weeks to Incr. 
Nov.5 Nov.6 Decr. Nov.5 Nov.6/ Decr. 
1961 1960 1961 1960 
1961 1960 1961 1960 
" £000 £000 £000 £000 £000 £000 
Passe e 
Briti 11,019 10,303 716 135,239 129,639 + 5,600 
Lond nsport 
R enger Ser 
vice 4,687 4,378 + 309 50,176 | 48,041 |4+ 2,135 
Railways 2,329 2,181 4 148 23,923 22,007 + 1,916 
Prov al & Scottish Buses 4 864 4,552 312 56,414 53,042 + 3,372 
Ship 308 274 34 7,354 6,867 4 487 
I cal passengers 23,207 21,688 | 1,519 | 273,106 | 259,596 |+ 13,510 
Freight M 
Brits way 
andise & ilive 
te st 8,124 8,621 497 85.228 85,992 764 
als, ete 3,254 4,169 915 37,104 41,254 4,150 
al & coke 8.646 9,387 741 87,948 90,893 2,945 
*Parce e bycoaching 
ra 4.750 4,507 243 «(47,922 47,358 + 564 
Others 5,064 4,915 149 53,968 50,225 3,743 
Total freight, parcels & 
mails 29,838 31,599 1,761 312,170 | 315,722 — 3,552 
Total 53,045 53,287 242 585,276 575,318 + 9,858 
‘ eceipts from collection and delivery, etc. 
t Receipts from railway movements wholly within dock areas, included in previous 
periods under “ Freight, Parcels and Mails,” are now classified as miscell 


RAILWAYS INTO ROADS 


October 25 
Sir, In your issue of September 29, Mr. A. I. Watkinson 
reached the conclusion that there is no case of a single line of 
railway carrying 10,000 passengers an hour because no one 
has so far seen fit to mention it in this correspondence. For 


his information, in 1920 the Great Eastern Railway was carry- 
ing double that number per lane into Liverpool Street with 
steam traction, and the traffic has increased since then. His 


figure is currently exceeded on the tracks leading into Waterloo, 
Victoria, London Bridge, Charing Cross, and Cannon Street. 
In the latter two cases, this figure being nearly trebled. Since 
the conversion scheme was publicly launched over six years 
ago, has not the time arrived for us to be given chapter and 
verse of a specific case of 30,000 passengers being moved per 
hour on one lane of road ? 

In your issue of October 20, Brigadier T. I. Lloyd referred 
to my calculation of 6,000 buses an hour; this was based on 
the figure of 360,000 arriving passengers in the busiest hour, 
suggested by him in your issue of September 8. In your issue 
of October 20, he used a figure of 240,000 for which the 
number of 60-seat buses required would be 4,000. 

As he suggested 2,000, my alleged “ sizeable error” was 
twice, not three times. Even with 2,000 buses, the number of 
crews required would be eight times that with rail, a change 
not to be undertaken lightly. 

It may well be that the average commuting distance is 
12 miles; but this is an average, and normal operating practice 
would be for the long-distance buses to run non-stop through 
the inner zone, while those buses starting from points 12 miles 
away would make the necessary stops for passengers within 
this radius. Even with this latter category, when all the rele- 
vant factors have been taken into account, a complete turn- 
round of less than one hour is very optimistic, and it is doubtful 

% if 14 hr. would be improved on. In the conversion scheme, 
: My account must be taken of junctions, conflicting paths, necessity 

for non-stop buses to be able to overtake the stopping ones, 
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some extent by the recession in the iron and steel industries 
which prevents the use to full capacity of recent extensions to 
certain steel plants. A rise in mineral traffic cannot be expected 
until the production of pig iron and steel is increased sub- 
stantially. 

Meanwhile passenger receipts for 44 weeks to November 5, 
have risen by £5 million, or 4:2 per cent, but the cost of 
providing passenger services has been abnormally high so 
that little profit may have accrued. It might be advantageous 
to call a halt to expenditure on passenger facilities which will 
not yield an immediate return, as profit from freight working 
can no longer be relied upon to make good any loss. 

PERCENTAGE VARIATION, 1961 COMPARED WITH 1960 
Four weeks to 44 weeks to 


iov. 5 Nov. 
British Railways— 

Passengers hie 6.9 42 
Merchandise & livestock 5.7 0.8 
Minerals 21.9 10.1 
Coal & Coke 77 3.2 
Total 9.7 3.6 
Ships, passengers ... 12.4 7.0 
British Road Services, Inland Waterways and Ships (cargo) . 3.0 74 
Road Passenger Transport, Provincial & Scottish * ‘ 6.8 6.3 

London Transport— 
Road Services ‘ 7:0 44 
Aggregate j 0.4 1.7 


LETTERS TO THE EDITOR 


THE EDITOR IS NOT RESPONSIBLE FOR THE OPINIONS OF CORRESPONDENTS 


reversal at the inner terminals, and reversal and overlay time 
at the outer terminals. Dominating the whole scheme is the 
necessity to provide an uninterrupted, uniform flow of 500 
buses an hr. per lane, unaffected by any of the above considera- 
tions. Detailed plans, estimates, and operational analyses 
would be required before such a scheme could be contemplated. 

In his final paragraph, Brigadier Lloyd calculated the ratio 
of staff to vehicles for provincial and Scottish buses, and for 
British Road Services, the respective figures being 4-1 and 1-6. 
This was compared with a different ratio for British Railways, 
to the detriment of the latter; but to follow the argument to its 
logical conclusion by comparing like with like, for British 
Railways with a staff of 515,000, and total vehicles of 1,052,000, 
the ratio is 0-49. In so far as the smallness of this ratio is a 
measure of efficiency, the railways would appear to be superior 
to the other two bodies. 

Yours faithfully, 
A. W. T. DANIEL 

3, Hall Way, 
Purley, Surrey 


UNSERVICEABLE LOCOMOTIVES 


November 6 
Sir, The figures given in your current issue hardly support 
the claims made by diesel interests that diesel locomotives are 
reliable and economical to repair. 

Of the steam locomotive stock, some of which are over 
60 years old, and of a probable average age of 25 to 30 years, 
some 21 per cent was under repair. Yet 17 per cent of the 
diesel stock, with an average age of around three years, is 
already under repair! In other words, literally millions of 
pounds worth of new equipment is unserviceable. 

Yours faithfully, 
A. E. DURRANT 
7, Spencer Road, 
Chiswick, W.4 
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The Scrap Heap 


Nameplate presentation ceremony at Derby 


Crests presented 

The crests and nameplates from loco- 
motive 45509 Derbyshire Yeomanry were 
presented to the Leicestershire & Derby- 
shire Yeomanry (T.A.) by the Line Traffic 
Manager, British Railways, London Mid- 
land Region, Mr. R. L. E. Lawrence. The 
illustration shows the ceremony at Derby, 
with Mr. Lawrence holding the nameplate 
and representatives of the regiment headed 
by Lieutenant J. Bastion (third from left), 
who accepted the plates for the regimen- 
tal museum. 

Railwayman honoured 

On November 21, 58-year-old Andrew 
Smyth, Stationmaster’s clerk at Forfar, 
Scotland, was invested in the O.B.E. 

Mr. Smyth joined the railways in 1916 
as a clerk at Guthrie, but most of his 
career has been at Forfar. He comes from 
a long line of railwaymen—a grand- 
father, father, uncles and brothers all 
worked for the L.M.S.—and their ser- 
vices with that company totalled more 
than 350 years. 


Mutiny, Mr. Christian 


room on_ the 
5.43 p.m. London Bridge to Little- 
hampton overflowed into the guard’s 
van. This action in the view of a Southern 
Region inspector was not to be condoned 
and he requested the occupants to leave. 
They refused, and the train was stopped 
at Earlswood Station where a boarding 
party of four railway policemen took 


Passengers seeking 


names and addresses. The Southern 
Region has not yet decided on what 
action it will take. 


Sleepers awake 


A heavily - loaded goods train from 
Perth (Western Australia) to Mount 
Barker had to stop because an Aboriginal 
woman went to sleep on the track after 
getting drunk. The engine driver lifted 
her off, then found his engine would not 
start on the steep gradient. He had to 
uncouple half the wagons and take the 
train to the top of the gradient in 
two parts.—From the ‘‘Sunday Express’. 


Hard pressed 


The Welshpool-Llanfair Railway Pres- 
ervation Society urgently needs money 
to enable it to continue working to re- 
open the line. The nine miles of narrow- 
gauge line, which was closed by British 
Railways in 1956, have been leased by the 
society which plans to resume services 
next Whitsun, 


Railway centenarian 


Mr. H. E. Grout, of Poole, Dorset, 
celebrated his 100th’ birthday on 
November 22. He was assistant to the 
Accountant, Great Eastern Railway, 
Liverpool Street, when he retired in 1923. 
His birthday \. s celebrated at a 
cocktail party attended by the Mayor of 
Poole and Sir Charles H. Newton, who 
was Chief Accountant, Great Eastern 
Railway, when Mr. Grout retired. 


Nineteenth-century bullseye 


George Hudson, the so-called Railway 
King, is recorded as having answered a 
query of the Prince Consort regarding a 
railway project in the following words : 
“Yer Royal ‘ighness, it’s an “umbug.” 

The Prince was obliged to ask for a 
translation. 


{Reproduced by permission of “ Punch” 


* Settle an argument, Fred—shouldn't diesel give way to steam?” 
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SWITZERLAND 


Line doubling 


Work has commenced on doubling the 
LOtschberg main line over the seven 
miles between the Hondrich Siid block 
post, one and a half miles from the 


junction of Spiez and Frutigen. The cost 
of doubling in the three-quarter-mile long 
Hondrich tunnel is at present regarded as 
prohibitive. Station buildings at Henstrich 
and Reichenbach are to be reconstructed. 
Automatic signalling will be installed 
and a bridge is to be built over the 
Kander river between Reichenbach and 
Wengi. The total cost of these works is 
£875,000 


VICTORIA 


Level crossing installations 

Since the beginning of October, flashing 
signal lights and liftine-boom barriers 
have been installed at level crossings on 
the standard-gauge line to Albury at 
the rate of one a week. 


PERU 


Modified diesel locomotive 


ALCO are supplying modified diesel 
locomotives to the Southern Railway 


FROM OUR CORRESPONDENTS 


ALCO 
for use on its 225-mile line from the coast 
to the upper Andes Mountains. The line 
climbs 14,666 ft. and is one of the most 
severe tests of a locomotive’s pulling 


power in the world. The locomotives 
are of the ALCO model DL-543 type, a 


GERMAN LOCOMOTIVES FOR AMERICA 


Krauss-Maffei locomotives, referred to last week, being loaded on a Belship at Bremen 


modified diesel for Southern Railway of Peru 
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AFFAIRS 


12-cylinder, 2,150-h.p. unit with six 
traction motors, and have been fitted 
with a special fuel injection device to 
compensate for the rarefied air at high 
altitudes. The total power loss, at 
15,000 ft., is less than 15 per cent of 
power at sea-level. Extra airbrakes 
are also fitted for added safety during 
descent to sea-level. 


UNITED STATES 


Diesel-electric locomotive order 

The Atchison, Topeka & Santa Fé 
Railway has ordered eight U25B diesel- 
electric locomotives from the General 
Electric Company. These 2,500-h.p. 
locomotives will be used on high-speed 
freight services. Delivery will be in 
March, 1962. 


HUNGARY 


Double-deck rail coach 


Following the successful testing in 
Hungary of a prototype double-deck 
railway passenger coach, the manu- 
facture of these vehicles is being discussed 
at Gy6r Wagon Works. By dispensing 
with conventional bogies and building 
each coach on four axles it has been 
possible to keep the height of the coaches 
the same as that of a normal coach. 
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Omission of bogies has resulted in a 
weight saving of five tons. 


RHODESIA 


Town for railway workers 

Rhodesia Railways has signed a 
contract for a £1 million town at Sisinda, 
Bulawayo, for African railway workers. 
The project is expected to provide work 
for about 630 people. It will have 
1,600 houses and replace temporary 
asbestos dwellings. 


NIGERIA 


Bornu Railway extension 

The Prime Minister of the Federation 
of Nigeria, Alhaji Sir Abubakar Tafawa 
Balewa, officially opened to traffic last 
month the Kuru-Bauchi section of the 
Bornu railway extension. This section, 
107 miles long, has been completed at a 
cost of £5.5 million and includes some of 
the most difficult terrain over which the 
Bornu extension will run. The route will 
be worked entirely by diesel-hydraulic 


locomotives. The first four of the seven 
1,200-h.p. locomotives built by 
Maschinenbau Kiel G.m.b.H. have been 
delivered and the remaining three are 
expected to arrive from West Germany 
in the near future. 


In Brief 


Bolivia. The Bolivian Ministry of Public 
Works has been studying a plan for the 
rehabilitation of the Bolivia Railway 
Company with the aid of a $10 million 
loan negotiated with United States 
support. 


Chile. The first ten of an order for 
64 diesel locomotives purchased in the 
United States have arrived in Valparaiso. 


Finland. The West German company, 
Maschinenfabrik Esstingen, has recently 
supplied the first four 15-passenger 
coaches ordered by the Finnish State 
Railways. 


West Germany. The German Federal 
Railways is constructing air-conditioned 
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first-class carriages for the “ Rheingold 
Express.” They will seat 54 passengers 
and one coach will have raised observa- 
tion dome. 


Japan. The Ministry of Transportation 
has received seven applications for the 
operation of monorail lines, totalling 
about 75 km. in length. 


Portugal. Deliveries have commenced of 
15 diesel-electric locomotives to the 
Companiha do Caminho de ferro Portu- 
gueses. Manufactured under licence 
from the French Company Brissonneau 
et Lotz by Sorefame the locomotives are 
of 825 h.p. 


Sweden. The Swedish State Railways re- 
ported a loss of over kr. 20 million in the 
year ended June 30, 1961, mainly because 
of increased operating costs. 


Switzerland. The Director of Public 
Works of Canton Orihas called for the 
construction of a railway tunnel between 
Oberwald and Realp to allow all-year 
operation of the Furka-Oberalp Railway. 


SUBURBAN RAILWAY IMPROVEMENT, VICTORIA 


Reconstructed railway bridges over Swan Street, Richmond (see article on next page) 
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Converted platform and new carriage sidings at Fern Tree Gulley showing newly-laid tracks to Belgrave (left) 


SUBURBAN RAILWAY IMPROVEMENT 


in Victoria 


Developments around Melbourne include construction to 


Belgrave and w idening of Richmond—Fern Tree Gully section 


Work is proceeding with various sub- 


urban railway improvements over a wide 
area round Melbourne and long-range 
projects are proceeding satisfactorily. On 
the 5-ft. 6-in. gauge extension to Bel- 


grave, the old narrow-gauge platform at 
Upper Fern Tree Gully has been dis- 
mantled and a 524-ft. broad-gauge plat- 


form is now in use; the formerly-used 
main-line platform is being raised, and the 
track re-graded. The station buildings 
have been rebuilt and the subway has been 
extended to give access from the north 
side of the line. Rearrangement of the 
yard is nearly finished, signalling equip- 
ment re-located, and masts and overhead 


Power signals at Up end of platform at Mitcham 


wires erected for the new stabling sidings. 

Station platforms have been built at 
Upwey, Tecoma, and Belgrave to re- 
place the former narrow-gauge low struc- 
tures. At Upwey and Belgrave the stations 
will consist of island platforms, access 
being by pedestrian subway at Upwey 
and by a covered footbridge with ramped 
approaches at Belgrave. In addition, 
Belgrave will have an extensive parking 
area and a terminal for buses carrying 
people further into the Dandenong hills. 
Crossing loops will be provided at Up- 
wey and Belgrave, and there is to be a 50- 
cycle sub-station at Upwey and a tie- 
station at Upper Fern Tree Gully. Auto- 
matic power signalling will be installed 
along the line. 


Improved signalling 

The installation of automatic three- 
position searchlight-type colour-light sig- 
nalling between Mitcham and Black- 
burn is now in operation and the double- 
line block telegraph system has been dis- 
continued. A signalling panel at Black- 
burn gives control by light indications of 
tracks, points and signals. Power signal- 
ling is in operation between Melbourne 
and Ringwood. 

In the inner suburban area at East 
Camberwell, preparations have been made 
for the future third track to Burnley. 
The bridge carrying the line over Myrtle 
Grove on the Down side of the station 
has been rebuilt and widened; part of the 
old brick abutments has been replaced 
with reinforced concrete, and new steel 
girders have been used for the spans to 
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carry the three tracks. Both tracks of the 
present double line have been slewed to a 
new alignment and a short length of the 
third track has already been laid. This 
runs westwards to just beyond East Cam- 
berwell where the Up platform has now 
been converted to an island, although it is 
not yet in use. 


Bridge rebuilding and lengthening 


A mile or so further toward Mel- 
bourne, the retaining wall on the Up 
side of Camberwell Station has been com- 
pleted, and work is in hand on the re- 
building of a road overbridge between 
there and Auburn. The line, in cutting, 
has been widened to allow for an ad- 
ditional span over the third track. Abut- 
ments and piers have been completed and 
girders placed in position. 

At Auburn and Glenferrie, the Up 
platforms have been extended and al- 
tered at the Down end in preparation 
for their eventual use as island plat- 
forms. During the year, steelwork has been 
placed in position on the four underline 
bridges built alongside existing structures 
on the 2} miles of widened embankment 
between Camberwell and Hawthorn. 

Work is now in its last stages at 
Richmond Station, but bridges at both 
ends are not yet complete and the fifth 


Bridge under construction near Belgrave 


island platform and last set of tracks 
also have to be constructed. In conjunc- 
tion with the provision of extra tracks 
between Burnley and Richmond to link 
up with the third track from East Cam- 
berwell, a flyover is to be built about half 


a mile on the Melbourne side of Rich- 
mond Station. This will enable tracks 
to be rearranged and will greatly sim- 
plify the reconstruction work at Burnley. 
It is hoped to complete all bridgework at 
Richmond before the end of the year. 
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SOME ASPECTS OF THE THEORY AND 
Practice of damping—I 


IF A WEIGHT suspended on a spring is 
displaced from the equilibrium position 
and then released, it will oscillate. The 


amplitude of these oscillations will 
gradually decrease until the weight again 
becomes stationary in its original position. 


it can be shown that the frequency of 
the oscillations of the system is given by 
c*/4m? (1) 

natural frequency 

k spring stiffness 
m = mass 
¢ = damping coefficient 

It can also be shown that the amplitude 
of the oscillations at any time is: 

4 


f, k/m 


where 


2m 
x x.e cosqt (2) 
where x = amplitude at time t 
x initial amplitude 
q k/m — c?/4m? 

From expression (1) it will be seen that 
if k/m = c?/4m? oscillations cannot take 
place The system is then apperiodic 
and q=O Then c, = 24/mk (= 
2m,) where c, is the critical value of 
damping The distinction between 


undamped and damped natural fre- 
normally arise in 
practice since it is not usual to deliber- 
ately employ more than about 0.4 of 


the critical damping value at a suspension 


quencies does not 


stage except possibly across primary 
springs 

If, for instance, k 15 tons per in. 
and m 30/386 tons sec?/in, the un- 


damped natural frequency ©, 
\ 15 386/30 
(2:21c/s) 
If 0-4 critical damping is present 
c = 04x2x 4/30 x 15/386 = 0-862 
tons per in/s 
k/m—c*/4m* 
1/193 — 0-862? x 3862/4 x 30° 
12-8 rad/sec. (2-05 c/s) 
i.e., a reduction of about 7% 
It is therefore usually justified, in 
practice, to neglect the effect of damping 
when calculating natural frequency 


/k/m= 
13.9 radians per sec. 


Then, q 


values 
Presence of damping 

Although the presence of damping 
appreciably modify the 
frequency, it does control the rate at 
which the oscillations will decay. The 
more damping present, the more rapidly 
oscillations will decay and the smaller 
the number of cycles executed by the 
mass If no damping is present the 
a constant amplitude 
equal to the initial displacement and will 


does not 


oscillations have 


Part I deals primarily with the theoretical aspects of the 
effects of various amounts of damping on free oscillation 


by G. H. BATCHELOR, Technical Assistant to Design 


Engineer (Projects), British Transport Commission 


D=0-2 
D = 0-25 D=0:3 


Fig. 1.—Effect of damping on free oscillations 


continue for an infinite period of time. 
The effect of various amounts of damping 
on free oscillations is illustrated in Fig. 1. 

Consider now the same mass and spring. 
In this case, instead of releasing the mass 
after an initial displacement, let the 
support to which the spring is attached 
be moved up and down with a sinusoidal 
motion. The movement of the support 
causes the mass to oscillate on the 
spring and constitutes an excitation. If 
very little damping is present in the 
system, it will be found that high- 
amplitude oscillations of the mass on 
the spring will be induced when the 
frequency coincides with w, the natural 
frequency of the mass-spring system. 
The relationships between the ratios 


@/o@, and relative magnification factor 
are illustrated in Fig. 2 for various 
degrees of damping. 

Although the above example illustrates 
the basic functions of damping in the 
presence of steady state excitation, it is 
necessary to extend the theory when 
considering the steady-state response of 
vehicles. The riding properties which a 
passenger experiences are dependent 
upon accelerations present in the vehicle 
body. The magnitudes of-these accelera- 
tions are proportional to the forces 
which pass through the suspension 
system so that transmissibility, rather 
than relative magnification factor must 
be considered. Further, the excitation 
does not have a constant amplitude but 


596 
D 
=0 
D=o- 
: 
i 
: 
3 
wt 
“th 


The Railway Gazette November 24, 1961 


w 


| 
| 
o + + 
| | 
| 
< 
| 
3} + + + 
< | | | 
| 
z | 
2 
= a} t = 0-35 t T 
if | } 
> 
= 
D=o 
i 
} 
| | 
ce) 0-5 1S 2 2-5 3 


FREQUENCY RATIO, 


Fig. 2.—Effect of damping on relative magnification factor 


increases with speed. The effect of 
viscous damping in a vehicle suspension 
system is, as a consequence of these 
refinements, more closely represented by 
the curves in Fig. 3. It will be seen from 
these curves that when w/w, is less than 
4/2, an increase in damping reduces the 
transmissibility. When w/o, is greater 
than 4/2, however, an increase of damping 
is accompanied by an increase in trans- 
missibility. 


Genera! effect of damping 


It is now convenient to summarise 
the general effect of damping. So far as 
free oscillations are concerned, the 
amount and type of damping present 
governs the rate at which the oscillations 
decay. The natural frequency of the 
oscillations is only slightly affected by 
the damping likely to be present in 
practice. In the case of steady-state 
forced oscillations, the damping governs 
the transmissibility. The presence of 
suitable damping will prevent excessive 
transmissibility at resonance and at the 
same time will not result in high trans- 
missibilities at the higher forcing fre- 
quencies. 


Inbuilt damping 


In any mass-sprung system, damping 
will inevitably be present. This will be 
provided mainly by air resistance acting 
on the moving parts of the system, or 
internal friction within the spring. 

If guides are provided to ensure that 
the mass can oscillate in the vertical 
plane only, these will contribute addi- 
tional damping. 

Damping from 


these and similar 


sources is termed “ inbuilt damping ” 
since it has not been deliberately incor- 
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porated by the use of dampers and 
indeed cannot be entirely avoided. In 
the case of vehicles, the most significant 
source of inbuilt damping is friction 
associated with components such as horn 
guides and bolster check plates and also 
in leaf springs. 


Friction damping 

Friction damping may be deliberately 
incorporated in suspension systems either 
by virtue of the design or the use of 
friction type dampers. Occasionally this 
may be justified on economic grounds, 
but there are certain serious disadvan- 
tages in the use of dry friction to control 
suspension oscillations. Perhaps the four 
most important of these are:— 
1. Variations in friction coefficient with 
operating conditions, weather and 
mileage. Such variations may. be 
appreciable and cannot be predicted. 
Exclusive reliance on dry friction for 
damping may result in instability (that 
is, excessive oscillation amplitudes), 
if the excitation exceeds certain 
limits since the energy applied to the 
system may exceed that which the 
friction damping is capable of dis- 
sipating. 
3. The high frequency response is poor. 

High frequency low amplitude vibra- 
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Fig. 3.—Effect of damping on transmissibility 
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tions will be passed by a friction 
damped suspension stage and this 
may result in “harsh” riding pro- 


perties 


4. The effective stiffness, particularly 
in the case of Jeaf springs, will be 
significantly increased due to his- 
teresis, especially when the dynamic 
deflections are small 
It will be noted that the second dis- 

advantage becomes more acute if only a 
small amount of friction is present while 
the third is more likely to be noticed 
when an appreciable amount of friction 
is present The damping requirements 
in respect of these aspects conflict and a 
satisfact compromise is very difficult 
to achieve especially since precise require- 
ments cannot reliably be met with 
friction Attempts to use friction as 
the sole means of damping have almost 
always resulted in one or other of the 
above disadvantages being noticeably 
present. Consequently it is preferable 
not to rely on friction damping except 
possibly in the special case of primary 
spring suspension damping. 


Damper characteristics and mounting 
In the past, attempts have been made 


to allow for the effect of impacts, such 
as are encountered at rail joints, by using 
dampers with a compression/extension 
rate ratio of | to 2 or 1 to 3. This 
approach owes its origin to road vehicle 


practice where true impact conditions 
are not likely to be encountered by the 
dampers. The impact is delivered by the 
road to a pneumatic tyre which absorbs 
the energy and is compressed in the 
process. Most of the energy is then 
released to the suspension as the tyre 


resumes original shape This release 
of energy is, when compared with an 
impa 1 gradual process so that the sus- 
pension experiences a “push” rather 
than a true impact. There can be little 


doubt that in these conditions the use 


of a lower damper resistance on the com- 
pression stroke will minimise the force 
transmitted to the body of the vehicle. 


MPRE 


AMPE 


Fig. 4.—Damper chara 
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Fig. 5.—Schematic diagram of standard and relaxation suspension sysiems 


Rail vehicles having steel tyres running 
on steel rails require different treatment 
from road vehicles shod with pneumatic 
tyres. There is comparatively little resili- 
ence in the track or wheels so that 
when rail joints are encountered the 
wheel sets are subjected to ‘ impacts,” 
that is, high instantaneous forces for a 
very short (almost infinitesimal) period 
of time. Such an impact inevitably 
results in a high instantaneous velocity 
across the suspension stage with the 
attendant possibility of the transmission 
of high forces via the dampers. 

A hydraulic damper is not suitable for 
dealing with impacts even though they 
are frequently ioosely described as 
“shock absorbers’ or by some simply 
as ‘“‘ shockers” presumably to signify 
familiarity with these devices. Hydraulic 
dampers will not absorb shocks or im- 
pacts; they simply transmit them. Some 
attempts that have been made to rectify 
this fundamental difficulty are shown in 
Fig. 4, but it is unlikely that the ultimate 
solution to the problem will be found 
along these lines.. Hydraulic dampers 
having linear symmetrical force/velocity 
characteristics are eminently suitable for 
controlling the amplitude of forced 
steady-state oscillations. If impact con- 
ditions are anticipated or encountered 
in a particular case it may be necessary 


REBOUND 


COMPRESSION 


DAMPER FORCE 


VELOCITY 


(6) 
LOWER CUT-OFF LEVEL ON 
COMPRESSION STROKE 


ised to reduce damper forces caused by impacts 


to give close consideration to the method 
of mounting the dampers. If arrange- 
ments are made to interpose springs in 
series with the dampers (by using suitable 
end rubbers for instance) the impact 
response of the suspension stage will be 
greatly improved (Figs. 5 and 6). The 
series ““ springs act, so far as the dam- 
pers are concerned, in a similar manner 
to the pneumatic tyres of road vehicles 
and high across-dampers velocities (and 
forces) are avoided. It will of course be 
necessary to calculate damper force per 
unit velocity taking into account the 
fact that a relaxation system is being used. 


Damping force 


A further consideration in relation to 
the specification of hydraulic dampers 
concerns the damper force at which cut- 
off occurs. This is normally controlled 
by a valve and may be set by the makers 
within certain limits. In order to ensure 
that the prescribed damper force per 
unit velocity will be provided in service 
by the dampers it is essential that the 
maximum velocity actually attained 
across the damper as a result of steady- 
state oscillation should be within the 
linear portion of the characteristic (Fig. 7). 
From both experimental and theoretica! 
considerations the maximum vertical- 
oscillation velocity likely to be attained 
across bolster springs as a result of basic 
low-frequency oscillation is about 8 ins./ 
sec. whilst swing-link oscillations do not 
normally give rise to velocities as high as 
this. Consequently it is usual to 
ensure linear damping force/velocity 
characteristics up to these velocities. It 
is desirable to arrange for as small a rise 
in damping torce as possible at velocities 
above cut-off in order to obviate any risk 
of mechanical damage to the damper or its 
mountings in exceptiona! circumstances. 


Bolster/spring damping 

Modern coaching stock normally has 
two stages of suspension, so far as the 
vertical oscillations are concerned. The 
primary suspension usually contributes 
some 30 to 40 per cent of the overall static 
deflection whilst the bolster stage con- 
tributes the remainder. In these cases the 
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characteristic is given by c=2D mk. 
------=--— STANDARD SYSTEM where c =damping force per unit 
RELAXATION SYSTEM velocity. 


| 
| 


m effective body mass. 
7 = stiffness of bolster sus- 
pension. 


The effective body mass is given by 


m I/2a? 


a where I Moment of Inertia of veh- 

aa icle body about pitching 

axis. 

2a = distance between bogie 
centres. 


As an example, consider a vehicle to 
which the following data refer: 


s paceman Moment of Inertia of Body about 
4 Pitching Axis 9,000 tons ft® 
- Bogie Centre Distance =46 ft. 
s Bolster Suspension Stiffness (per 
< Bogie) 3-21 tons/in. 
Assume inbuilt damping is equivalent 
to D 0-05 


Effective body mass per bogie 
§ x 9,000/(46/2)*g 
18000/46°x32:2 
0:2645 tons sec*/ft. 
| Then, aiming for an overall damping 
factor of D = 0-25, dampers will be 
required to supply 
= 2x (0-25—0-05) 


~4} = 4/0-40-2645 x 3-21 x 12 tons per 
ft./sec. 
0-4 x 186°74/0-2645 x 3:21 x 12 Ib. 
L | | per in/sec. 
so, opener 0-2 03 0-4 05 0-6 07 08 = 239 lb. per in./sec. (about 240, 
TIME, sec. say). 
Fig. 6.—Impact response of standard and relaxation suspension systems Continued on page 600 
oscillations of the body on the bolster 
springs play a decisive role in determining CUT-OFF TO AVOID POSSIBILITY 
the pattern of basic low-frequency oscil- OF EXCESSIVE DAMPER FORCES 
lations in the vertical plane. Friction DUE TO IMPULSIVE EXCITATION 
should not be encouraged at this stage 
so that the inbuilt damping will be of a 
low order. In carefully designed vehicles CHARACTERISTIC AS 
the inbuilt damping of the bolster may LINEAR CHARACTERISTIC “SS FLAT AS POSSIBLE 
not exceed about 0-05 of the critical | WITHIN WORKING RANGE ABOVE CUT-OFF 
value. This can be achieved by the use 
of helical springs and traction bars 
instead of bolster check plates which give ry Sart 
cise to widely varying frictional forces. a! 
(The height at which the traction bars ann 
are situated is of considerable importance I 
since these may transmit fore and aft | 
oscillation to the body as a result of 2 | ; 
bogie frame pitching.) & | } { 
Reference to Fig. 3 shows that with = i 
hydraulic damping it is necessary to 
select a suitable compromise so that the & STROKE _ se 
transmissibility encountered in the proxi- 
mity of resonance will be sufficiently low ELLIPTICAL ~FORCE-STROKE 
$e DIAGRAM TO ENSURE SAME 
and at the same time avoiding excessive FORCE-VELOCITY CHARACTERISTIC 
transmissibility when high frequericy | THROUGHOUT WHOLE STROKE. 
excitation is present. An overall damp- WORKING RANGE 


ing factor D between 0-2 and 0:25 is } 
usually aimed at so that if 0-05 critical 
damping is inbuilt, dampers must be 
provided to supply the remainder. 

The damper force per unit velocity VELOCITY ———»> 
theoretically required, i.e., the slope of 
the working portion of the force/velocity Fig. 7.—Hydraulic damper characteristics—basic requirements 


| 
4 
\i \ > —D 
2 
4 

3 
é 
; 
a 
> 

4 

+ 
} 

: 


600 


forum 


DurRING its meeting in June, 1961, the 
board of management of the Inter- 
nationa Railways approved 
the principle of developing on a world- 
wide basis the information services 
provided by the U.I.C. The proposed 
scheme is intended to meet the general 
need felt by networks to be better 
informed about the results of thetechnical, 
economic, and commercial studies carried 
out by other networks and various inter- 
national railway organisations. This 
need is amply illustrated by the growing 
number of requests for information or 
documentation received by the U.I.C. 
re: General Secretariat from U.1.C. member 
and non-member networks outside 
; Europe. While extremely varied, such 
a requests are frequently for the supply of 
documents published by the U.LC. or 
for details of the results of studies and 
surveys carried out by its committees 
and offices The U.1L.C. also receives 
requests which involve approaching 
member administrations for information 
on specific matters, or seeking the co- 
operation of experts 

Through the work of its committees 
and sub-committees, the systematic tests 
and research carried out by the O.R.E. 
and the contacts maintained with the 
important governmental and non-govern- 


Union of 


Z mental international organisations, the 
U.L.C. can be considered as the hub of 
all important railway studies undertaken 
throughout the world. The U.I.C., which 
was founded principally to resolve the 
operating problems common to. the 


various European administrations whose 
continuous network, 
has progressively extended its activities 
past 15 its work now 
involves the joint study of a very large 
problems of interest to all 
whether they 
1 continuous network or not. 


lines constitute a 


over the years ; 


number of 
railways irrespective of 


iorm 


As it has at its disposal the factors 
which constitute the basis of these studies 
and the full or partial results of completed 
or current work, the U.LC. is increasingly 
being asked by non-member networks 


for information on current studies and 


aa details of the conditions under which 
these were carried out 

The almost universal character of 
many of the undertaken over 
recent years, as well as the rapid develop- 
similarity and 
ig interpenetration of techniques throughout 
i mean in effect that immediate 
thought must be given to enlarging the 
coverage of U.LC. information services 


to the selection of the most 


studies 


| ment, the increasing 


the world 


as well as 
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if INTERNATIONAL UNION OF RAILWAYS 


World-wide railway demand for technical infor- 


mation adapted to present-day circumstances 


appropriate methods of achieving this 
end. 

All these requirements must be met by 
the forum, which will take the dual form 
of an “ organisation for the dissemination 
of information ” and a “ co-operative of 
railway knowledge,” available to all 
railways throughout the world. 


Réle of the forum 


The most important part to be played 
by the forum will be to assist administra- 
tions of rapidly-developing countries by 
enabling them to choose between the 
tried and tested solutions of yesterday 
and the most modern ones. 

Its rdle will not be limited to technical 
problems connected with railway operat- 
ing, rolling-stock, and permanent way, 
but will also cover transport costs, co- 
ordination of transport, and profitability 
of investments, as well as questions of a 
commercial kind (commercial and tariff 
structure policies) and those relating to 
the training of staff, particularly of 
supervisory staff. Experience will be 
exchanged on a wide scale. 


Methods to be used 


Although it is too early to give full 
details of the methods the forum intends 
to use to accomplish its work, reference 
can be made to several categories. 


1. Means which will make “* advance information ” 
available to senior railway officers in the form of a 
news sheet. This will be published at regular intervals 
and will cover studies recently undertaken by the 
U.LC., further progress achieved by the U.LC. or the 
networks, and events likely to have repercussions in the 
railway sphere. 

2. A means will be devoted to provide information 
for administrations desirous of submitting questions 
to the forum, relating to their current problems or to 
the future of their networks. This type of information 
will be obtained by extensive enquiries carried out 
among those Administrations having the most experi- 
ence in a given sphere whenever the U.LC. is not yet 
in possession, through its own studies, of sufficient 
details to enable an adequate reply to be given 

3. Symposiums set up to examine selected subjects 
in specific spheres. These symposiums will give railway 
representatives the opportunity to get to know experts 
in different spheres, appreciate their competence and 
assess the service they might render in solving problems 
facing their own networks. The forum could then 
serve as an intermediary for arranging visits to the 
experts’ place of work and to actual installations. 
Conversely, and when justified, arrangements could 
be made for a qualified expert to visit networks and see 
on the spot the problems to be solved in his particular 

eld. 


By making use of these methods and 
others yet to be devised, the forum should 
be able after a few years to provide a 
satisfactory solution to the general need 
for documentation and information which 
is felt so acutely in all railway circles, 
provided that networks which are not 


yet members of the U.L.C. are sufficiently 
interested and have confidence in the 
forum, and that U.I.C. networks continue 
to remain conscious of their duties to 
co-operate in the general schemes for 
mutual assistance. 

To avoid duplication, it will be 
necessary for the various measures which 
the U.I.C. intends to take for the setting 
up of the forum to be carefully examined 
in close co-operation with other import- 
ant and interested international organisa- 
tions. A case in point is the International 
Railway Congress Association. 

It is hoped that, apart from the 
substantial facilities it will provide each 
of its members, the forum will serve to 
enhance the prestige of railways through- 
out the world. 


Some aspects of the theory and practice 
of damping—I 


Continued from page 599 


Provision of this damping will ensure 
that free oscillations of the body on the 
bolster springs will be damped out within 
about 2 cycles. It will also prevent 
excessive amplitudes when resonance 
conditions are encountered. Symmetrical 
dampers having linear force/velocity 
characteristics are suitable and are 
normally specified (Fig. 7). 


To be concluded 


PROPOSED U.T.A. FARE INCREASES 


Faced with the possibility of further 
wage demands, the Ulster Transport 
Authority may have to introduce fare 
increases. At the recent sitting of the 
Transport Tribunal in Belfast, the Chair- 
man, Sir Anthony Babbington, said that 
the proceeds of increases just approved 
would do nothing more than tide the 
Authority over until such time as they 
materialised. According to provisional 
supporting figures, the Authority had an 
overall deficiency of nearly £1 million 
during the operating year ended Sep- 
tember 30, about £462,000 worse than 
the previous year. In granting the 
increases, the Chairman thought that 
with some savings and readjustment of 
services the Authority might get by for 
the time being. 
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British Transport Commission 


MR. G. F. FIENNES, O.B.E., M.INST.T., Line 
Traffic Manager (Great Northern), British 
Railways, Eastern Region, who, as recorded 
in our issue of November 17, has been ap- 
pointed Chief Operating Officer, Traffic De- 
partment, British Railways Central Staff, 
British Transport Commission, was educated 
at Winchester and Hertford College, Oxford. 
He joined the former London & North 
Eastern Railway as a Traffic Apprentice in 
1928 and, after training, held posts as Wagon 
Control Inspector, York; Assistant Yard- 
master, Whitemoor; Chief Trains Clerk, 
Cambridge; Freight Trains Clerk, York; and 
Chief Freight Trains Clerk, Eastern Section, 
Liverpool Street. Between 1939 and 1945 he 
was appointed Assistant District Officer at 
Edinburgh and then at Cambridge; he later 
held two Headquarters appointments at York 
and Shenfield ; and two District positions at 
Nottingham and Stratford. Mr. Fiennes 


Mr. G. F. Fiennes 


was appointed Acting Operating Super- 
intendent in 1956 and became Line Traffic 
Manager (Great Northern), in November 
of the following year. Mr. Fiennes is an 
Associate Member of the Industrial Trans- 
port Association. He was a reporter to the 
1958 International Railway Congress in 
Madrid on the Development of Passenger 
Services and read a paper to the British 
Association at York in 1959 on “ The Future 
of Inland Freight Transport.” 


British Railways 


MR. W. D. G. RYAN, District Motive Power 
Superintendent, Brighton, British Railways, 
Southern Region, who, as recorded in our 
October 6 issue, has been appointed Divisional 
Motive Power Officer to the Line Traffic 


PERSONAL 


Manager of the Central Division, began his 
railway service on the London & North 
Eastern Railway at Stratford Motive Power 
Depot as an Apprentice, in 1921. He became 
a fitter at the depot in 1927, and Running 
Shed Chargehand in 1934. In 1941 he was 
appointed Acting Mechanical Chargeman at 
Bishops Stortford, and shortly afterwards 
held the san > post at Brentwood. From 
1942, he acte | as a Foreman Fitter at March 
until appointed Locomotive Shed Master at 
Lowestoft, in 1944. In 1945, he trausferfed 
to Norwich as Fitter Foreman and was 


Mr. W. D. G. Ryan 


appointed Mechanical Foreman at that Depot 
in 1947. Mr. Ryan transferred to the Southern 
Region in 1950 when he was appointed 
Locomotive Shed Master at Dover Motive 
Power Depot. In 1955 he transferred to 
Stewaris Lane Motive Power Depot, and in 
1958 he became Assistant District Motive 
Power Superintendent, Stewarts Lane Dis- 
trict Office (located at London Bridge). In 
December, 1960, he was appointed District 
Motive Power Superintendent at Brighton, 
the position he now vacates. 


MR, D. FINBURG, Traffic Agent, South 
Bank, British Railways, North Eastern 
Region, has been appointed Stationmaster, 
Middlesbrough. 


MR. W. ©. J. WILLMOTT, Stationmaster, 
Charing Cross, British Railways, Southern 
Region, who, as recorded in our October 6 
issue, has been appointed Operating Officer, 
South Western Division, Waterloo, joined 
the Southern Railway in 1935 as a junior 
clerk and after two years’ experience in 
passenger and goods station working was 
appointed to the Traffic Manager’s Office 
(Development Section), Waterloo. From 
1939 to 1946 he served with the Royal 
Engineers, reaching the rank of Major. 
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Mr. W. O. J. Willmott 


On rejoining the railway he spent a short 
period at passenger stations and then trans- 
ferred to the Office of the Superintendent of 
Operation, in the Passenger Rolling-Stock 
Section. Mr. Willmott was appointed Station- 
master at Herne Bay in 1951, at Walton-on- 
Thames in 1953 and then Assistant Station- 
master, Waterloo, in 1954. Two years later 
he became Head of Rules & General Section 
in the District Traffic Superintendent's 
Office, Woking, and his subsequent appoint- 
ments were as Senior Assistant Stationmaster, 
Waterloo, in 1957, Stationmaster, Cannon 
Street in 1959 and Stationmaster, Charing 
Cross in 1960. 


MR. H. B. PARSONS, Head of Section (General), 
General Manager's Office, Waterloo, British 
Railways, Southern Region, who, as recorded 
in our October 6 issue, has been appointed 
Finance Assistant, started his career in the 
Commercial Department of the former South- 
ern Railway and after station experience 
served in a number of departments. In 1932 
he transferred to Waterloo, where he served 
in various sections of the General Manager's 
Office and was appointed Head of Section 
(General) in 1957. 


MR. L. W. ROBINSON, Assistant to Chief 
Estate & Rating Surveyor, British Transport 
Commission, has been appointed Estate & 
Rating Surveyor, British Railways, North 
Eastern Region. 


MR. C. E. COLYER, Head of Building Section, 
Estate & Rating Surveyor’s Department, 
Marylebone, British Railways, Eastern Re- 
gion, has retired. He has been succeeded 
by MR. R. W. B. PARSONS. 


The London Midland Region of British 
Railways has announced the following ap- 
pointments: MR. F. H. NEWMAN, to be 
Operating Assistant, Line Traffic Manager's 
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Office, Crewe; MR. A. H. WILLIAMS, to be 
Assistant Divisional Traffic Manager, Liver- 
pool MR. S. J. SYMES, to be District Goods 


Manager, Birmingham; Mk. J. STIRK, to be 
District Goods Manager, Bolton, and mr. 
K 30THAM, to be District Commercial 


Manager, London (Midland) 


MR. R. R. BUTTER, Assistant (Modernisation) 


to the Operating Officer, Euston, British 
Railways, London Midland Region, who, as 
recorded in our issue of September 15, has 
been appointed District Traffic Superinten- 
dent, Carlisle, commenced his railway 
career h the former London Midland & 
Scottish Railway in 1935 at Peartree & 
Normantor He was selected as a traffic 
apprentice in 1947 and after training became 
a Relief Stationmaster at Derby and then 
Stationmaster, Wakefield In 1954, Mr. 


Mr. R. R. Butter 


Butter was appointed Assistant to the District 
Operating Superintendent, Barrow, located 
at Workington, and in 1956, he was appointed 
Assistant Traffic Superintendent at Carlisle. 
Mr. Butter became Assistant (Modernisation) 
to the Operating Officer, Euston, in 1959. 
MR. C. R. JOHNSON, Assistant District 
Traffic Superintendent, Exeter, British Rail- 
ways Southern Region, who, as recorded in 
our October 6 issue, has been appointed 
Works & Modernisation Assistant, South 


Eastern Division, joined the railway in 1948 
after War service in the Railway Operating 


Squac Royal Engineers. After two years 
experience as a Booking Clerk at Wands- 
worth Town he was selected for training as 
a Cadet and was then appointed Acting 
Relief Stationmaster in the London 
(Western) district In 1953 he joined the 
Operating Research & Co-ordination section 
at Waterloo, and in 1956 he was appointed 
Junior Assistant to the District Traffic 
Superintendent, Redhill Mr. Johnson 
becan Assistant District Traffic Superin- 
tendent at Exeter, in 1958. 

MR. R. F. SIMPSON, Personal Secretary to 
the General Manager, British Railways, 
Southern Region, who has been appointed 


Assistant, Waterloo, joined 


Administrative 


the Southern Railway at Pluckley in 1928. 
After some years of general station experi- 
ence, during which time he also worked for 
short periods in the offices of the Com- 
mercial Superintendent, the Accountant and 
the Chief Engineer, he was appointed to the 
General Manager’s Office, Waterloo, in 
1934. He joined the Royal Army Ordnance 
Corps in 1941 and was later commissioned in 
the Royal Engineers (Movement Control). 
Mr. Simpson resumed his railway service in 
1946, and became Personal Clerk to the 
Assistant General Manager. He has been 
Personal Secretary to the General Manager 
since 1948. 


Ulster Transport Authority 


MR. G. B. HOWDEN has been re-appointed 
full-time Chairman of the Ulster Transport 
Authority. Other members re-appointed 
were: MR. A. G. ALGEO; SIR WALTER EDMEN- 
SON; MR. T. G. MCLAUGHLIN; MR. G. H. 
PORTER; MR. J. S. ROGERS; MR. A. E. SWAIN; 
MR. J. WALKER, and MR. W. WILSON. 


British Road Services 


MR. R. COOK, Branch Manager, Newcastle, 
Pickfords Division, British Road Services, 
has been appointed Area Manager, Northern 
Area. MR. G. E. PAPWORTH, Traffic Assistant, 
North Eastern Division, has been appointed 
Divisional Staff Officer. MR. R. SMITH, Fleet 
Engineer, South Yorkshire & Lincoln Dis- 


trict, North Eastern Division, has been 
appointed Divisional Engineer, Midland 
Division. 


Tilling Group 


MR, J. S. GAVIN, member of the Tilling 
Group Management Board, is to retire. 
MR. G. MCKAY will become a member from 
January 1, 1962. From that date Mr. McKay 
will become Chairman, Cumberland Motor 
Services Limited, and Red & White 
Services Limited, and Associates, and 
United Welsh Services Limited. MR. T. W. H. 
GAILEY will join the board of Cumberland 
Motor Services Limited, will become Chair- 
man of the United Automobile Services 
Limited, and the Durham District Services 
Limited, and will retire from the boards of 
Red & White Services Limited and Associates 
and United Welsh Services Limited. 


industrial 


MR. C. J. EVANS has been appointed Southern 
Area Sales Manager, Efco Furnaces Limited. 


MR. D. A. WHYATT has been appointed 
Group Marketing Manager of the Amber 
group of companies. 


SIR RALF B. EMERSON, Chairman, Metro- 
politan-Cammell Carriage & Wagon Co. 
Ltd., has been invited by the World Bank 
to assist Chilean State Railways in screening 
its 1962 investment programme. He left 
London on November 16 and expects to be 
away about a month. 


Following the acquisition of the remainder 
of the issued capital of the Sheffield Hollow 
Drill Steel Co. Ltd., by Edgar Allen & Co. 
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Ltd., MR. W. DUNCAN HOWE has been ap- 
pointed General Manager, and MR. DOUGLAS 
HOWE has been appointed Deputy General 
Manager. 


MR. F. H. WOOD, DR. L. R. BLAKE, and MR. 
R. A. GRIERSON have been appointed to the 
board of Brush Electrical Engineering Co. 
Ltd. 


MR. B. B. LEVERTON has been appointed 
Manager, Railway Traction Department, 
Rolls-Royce Limited, in succession to the late 
MR. B, L. MOULTRIE. 


MR. F. OUDENDAL, for many years chief of 
the locomotive design department of Werks- 
poor N.V., has been appointed Chief Engineer 
in charge of Werkspoor’s new Development 
Centre at Utrecht (see our issue of October 
27), but retains his duties in relation to 
locomotive designs. 


MR. DEREK HORMEL, until recently Advertis- 
ing Manager of the Dunlopillo Division of 
the Dunlop Rubber Co. Ltd., has been’ 
appointed Marketing Manager for the 
Company’s tyre division at Fort 
Dunlop. 


MR. J. C. A. WHITWORTH, General Depot 
Development Manager, S.P.D. Limited, has 
been appointed to the board. Mr. Whit- 
worth was educated at Sunningdale School, 
Eton and Trinity College, Oxford. He 
joined the former Great Western Railway 
in 1937 on a three-year course and held 
appointments in the office of the Super- 
intendent of the Line, Paddington, as 
Junior Assistant to the Divisional Super- 
intendent, Chester, and Chief Clerk, Divi- 
sional Superintendent's Office at Gloucester 
and Swansea. In 1948, he became Assistant 
Divisional Superintendent, Bristol, and two 
years later Assistant District Operating 
Superintendent, Chester. In 1951, Mr. 
Whitworth became Assistant District Traffic 
Superintendent, Woking, British Railways, 
Southern Region. He joined $.P.D. Limited 
in 1954 as Assistant General Manager and 
became General Depot Development 
Manager in 1960. 


Obituary 


We regret to record the death, on October 
23, of MR. F. A. LEMON, who was, until his 
retirement in 1941, Works Superintendent, 


Crewe, London Midland & Scottish 
Railway. 
We regret to record the death, on 


November 11, of MR. W. E. YATES, who was, 
until his retirement in 1955, Road Motor 
Engineer, British Railways, London Midland 
Region. 


We regret to record the death, on Novem- 
ber 8, of MR. R. D. MACMILLAN, Managing 
Director, Controlled Heat & Air Limited. 


We regret to record the death, in his 
75th year, of MR. F. S. BUTLER, Managing 
Director, Wyckham Blackwell Limited. 


We regret to record the death, on Novem- 
ber 7 at the age of 67, of DR. E. GREGORY, 
Director & Chief Metallurgist, Edgar Allen 
& Co. Ltd. 
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NEW EQUIPMENT and Processes 


FOUR-TON MOBILE CRANE 


The Leda mobile crane is equipped with 
variable - voltage diesel - electric trans- 
mission for crane operation and a travel 
transmission consisting of a hydraulic- 
operated clutch, a four-speed synchro- 
mesh gearbox, and a double-reduction 
driving axle 

The generator, a normal 0-to-400-V. 
unit, is driven from a gearbox power- 
take-off and underslung from the chassis. 
The slew motor and brake are also so 
mounted. The superstructure carries the 
hoist and derrick units, motors and 
brakes, contactor gear, ballast, ““A” 
frame, and jib. All hoist and derrick 
units are interchangeable. 

The Ford diesel engine develops 
52 b.h.p. at 1,800 r.p.m., maximum 
torque being 158 Ib./ft., at 1,500 r.p.m. 
It drives the rear wheels and the gener- 


ator. Steering is by cam and double 
roller gear, assisted by a hydraulic ram 
mounted on the axle and operated by a 
belt-driven gear pump from the engine. 
The hydraulic foot brake acts on all 
four wheels, the mechanical handbrake 
acting on the rear wheels. All controls 
are readily accessible. 

The two reversing contactor controls 
are under the driver’s hand, one operating 
the hoist and slewing, the other derrick- 
ing. Limit switches and electric-mechani- 
cal braking are provided on all crane 
motions. An automatic safe load indi- 
cator is also fitted. The maximum 
lifting load is four tons. The cantilever 
version, not equipped with outriggers, 
has a maximum radius of twelve feet 
with a basic 11’ 3” jib. 

Further details can be obtained from 
Steels Engineering Products Limited, 
Crown Works, Durham, Sunderland. 


TRACK INSPECTION CAR 


The PRM-Amsler track inspection car, 
is a mobile laboratory for determining 
track condition, which is designed to 
measure simultaneously gauge, cross- 
level, gradient, curvature, twist, and the 
distance the car has travelled. Measure- 
ments are continuously recorded on a 
single roll of paper. The recording 
devices have been adapted to make use 
of British units of measurement. The 


car can be used to verify the condition 
of the track and to check effectiveness of 
work undertaken, and need for repair. 

It is also intended to introduce a small 
manually - propelled _ track - inspection 
vehicle for local measurement work and 
for inspection during repair operations. 
This vehicle is light in weight and 
designed to be lifted off the track. 

The vehicle is manufactured by Alfred 
J. Amsler & Company. Further details 
can be obtained from the British distrib- 
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utor, Plasser Railway Machinery (G.B.) 
Limited 77-79, Charlotte Street, 
Tottenham Court Road, London, W.1. 


ZIP-ON CABLE COVERING 


Helazipp, a method of cable binding, 
by which cables can be inspected without 
disturbing other work, consists of a 
flexible p.v.c. tape with interlocking 


beading along each edge. In the event of 
a fault developing, or a change in the 
wiring being required, the binding can be 


removed completely without disturbing 
the rest of the wiring. After the alteration 
has been made, the binding can be 


replaced. When this cover is wrapped 


lengthwise over a set of electric cables, 
the beading will interlock if zipped 
together It can be used in place of 
conduit or as a protective cover for 


conduit Available either black or 
transparent finish, it will withstand 
varied atmospheric conditions, is tough 


but light weight, and protects from 
dust or moisture 

Further details can be obtained from 
the Plastics Division of Hellerman 
Limited, Gatwick Road, Crawley, Sussex. 


ELECTRIC FURNACE ELEMENTS 


The Norton Crystolon Hot Rod, 
produced in America by Norton Inter- 
national Incorporated of Massachusetts, 
U.S.A., is available in this country, 
where it is being distributed by Morgan- 
ite Electroheat Limited The element 
is designed for use as an electric furnace 
heating element in the temperature range 
below 1,595 deg. C. For heats above 
this figure the Super Hot Rod has been 
designed to reach an element tempera- 
ture of |,700 deg. C. 

Further details can be obtained from 
Morganite Electroheat Limited, Point 
Pleasant, Wandsworth, London, S.W.18. 


MINIATURE RELAYS 


As shown on this page, miniature relays 
which occupy only about a quarter of the 
space required for the former standard 
size are being adopted by the Eastern 
Region of British Railways to reduce 
space and cost of relay rooms and 
location cupboards. 

The range is preduced in a single 


uniform size suitable for mounting on a 
vertical rack or panel. Each relay 
provides 16 independent contacts in up 
to five combinations. The movement, 
contacts, and transparent cover are 
mounted on a one-piece base moulding. 
This fits into a one-piece plugboard 
having detachable, silver-plated, fully- 
shrouded contact clips automatically 
locked in position. A special tool is 
provided to remove them when required. 

When plugged in, the relay makes a 
contact of adequate pressure with a self- 
wiping action. Indexing pins to a 
special code are arranged in the base to 
engage with appropriate holes in the 
plugboard. The coils are bobbin-wound 
to B.S. 1844 and tropically finished as 
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standard. The contact equipments avail- 
able are 4F4B, 6F6B, 8F4B, 8F8B, and 
12F4B, all independent. Front and back 
contacts are of  silver-electrographitic 
carbon, able to carry up to 3 A. continu- 
ously, contact resistance being less than 
0-2 ohms per contact. Each relay con- 
tact is mounted on a single phosphor- 
bronze spring which forms the plug-in 
contact at its other extremity. On each 
contact clip provision is made for two 
standard-size 3A. flexible conductors to 
be connected. Relays are wound for 
24-V. or 50-V. d.c. operation and each 
coil takes from 1}-4W. operating power. 

Further details can be obtained from 
S.G.E. Signals, Limited, East Lane, 
Wembley, Middlesex. 
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SELF-SEALING COUPLING 


The Exactor self-sealing hose coupling 
has been developed for use with road and 
rail tank cars, aircraft fuelling tenders 
and other installations where it is neces- 
sary to have a minimum spillage during 
loading and off-loading. A low-pressure 
drop with high liquid flows and the ability 
to carry a wide range of fluids is also 
allowed for in the design. 

As the coupling can be made or 
broken at moderately high pressures, 
the operation can take place without 
shutting down pumps. It can be supplied 
for use with all types of aviation spirit, 
road transport fuels, (including premium 
grades) for lubricating oils, and for 
liquefied petroleum gases. 

The hose coupling is fitted with a hand- 
wheel which allows connection to be 
made by one man, in three-quarters of a 
turn, by means of a three-start cam track 
and rollers. Before connection, the 
check valve in the fixed half unit is 


forced against a rubber sealing ring by a 
spring, and the sleeve valve in the hose 


half-unit seals against the resilient valve 
in the valvehead. During connection, 
the three rollers engage in their tracks, 
then the hose moves forward to engage 
the outer front face of the sleeve valve 
on the mating rubber joint in the fixed 
half-unit. Next, the rubber joint on the 
valvehead is parted from the inner front 
face of the sleeve valve which, as it enters 
the fixed half-unit, depresses the check 
valve. Disconnection is by the same 
process in reverse. At no time is fluid 
in direct contact with the atmosphere, and 
spill is reduced to a minimum. 

The pressure drop at a flow of 
500 gal. per min. of kerosene is 6 Ib. per 
sq. in. 

A cap is available for each half-coupling 
containing a spring-loaded sealing piston 
to protect the cap against dirt or damage. 
The cap has been accepted by the British 
Transport Commission as a secondary 
seal. 

Further details can be obtained from 
Exactor Limited, Sterling Works, Black- 
nell Lane, Crewkerne, Somerset. 


BATTERY-CHARGING EQUIPMENT 


battery-charging rectifier designed 
for use on diesel-electric locomotives 
has been introduced by Fairbanks Morse 
& Company, a subsidiary of the Fair- 
banks Whitney Corporation. It operates 
without moving parts. The mechanical 
reverse current relays and a_battery- 
charging contactor switch have been 
eliminated. The rectifier is made in 
two basic sizes, each with two alternative 
current ratings, 160 or 240 A. Each 
rating has two possible variations in 
peak inverse voltage, 300V. and 400V. 
The same manufacturer is also making 
transistorised voltage regulators in two 
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additional sizes, 125 V. and 32 V., its 
standard voltage is 75—to control the 
output of auxiliary generators. The 
regulators are designed to hold the 
voltage within p!us or minus | per cent. 
They are very compact and need no 
maintenance. 

Further details can be obtained from 
the Fairbanks Whitney Corporation, 
745, Fifth Avenue, New York 22, N.Y. 


BATTERY-OPERATED MAGNET 


The Magnagrip is a battery-operated 
lifting magnet for use on cranes, hoists or 
fork-lift trucks It is independent of 
mains supply, and free from trailing, or 
other cable connections in consequence. 
No adaptation or modification of existing 
plant is required as the magnet is merely 
hung on the crane hook. A remote con- 


MACHETE, 


trol device is available for cranes and 
hoists. A recessed control panel houses the 
switch, a safety meter for recharging 
and a socket for the trickle-charger. The 
battery capacity is adequate for a full 
day’s working, if the battery is charged 
overnight. 

There are three models available all 
using normal car type batteries, one, with 
a six-volt battery, will lift one ton, 
another, with a 12-volt battery, will lift 
two tons, and the third, with a 24-volt 
battery, will lift three tons. Capacities 
are based on use of a solid steel block with 
a machined surface. 

Further details can be obtained from 
Rapid Magnetic Limited, Lombard Street, 
Birmingham, 12. 


POLYURETHANE PITCH COATING 


Adcora Pervon is a polyurethane pitch 
coating, claimed to provide a range of 
usefulness surpassing that of epoxy pitch 
coatings and most strait epoxy products. 
It is anti-corrosive and can be applied 
to blast-cleaned metallic surfaces or the 
surface may be prepared by less thorough 
methods. This product supplements the 
range of coatings available from the 
manufacturers. 

Further details can be obtained from 
E. & F. Richardson Limited, Bucking- 
ham, Bucks. 
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PARLIAMENTARY NOTES 
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Sweeping changes in the railway system 


Reconstruction of British Transport Commission; new powers 


for Railways Board and Regional Boards, including authority 


to raise funds, and provision of safeguards for staff welfare 


In mov ng the Second Reading of the Bill 
in the House of Commons on October 20, 
Mr. Ernest Marples, Minister of Transport, 
said that British Railways represented the 
heart transport problem. Last year, 
gross re ts had been £478 million while 
£54¢ llion had been spent. This left a loss 
of al £70 million on revenue account 
alone 5 per cent on turnover 

Reorganisation, financial reconstruction, 
and a different climate of operation were 
urgent! reeded 

Three clear principles ran throughout 
this Bill of 91 clauses and 11 schedules: 

(1) Each main field of the Commission’s 
present ties must be placed under a sep- 
nority 

(2) Each of the new undertakings must have 


a separate financial constitution and identity. 


(3) T must be greatly increased com- 

mercial freedom 
The new structure 

British Railways, London Transport, In- 
land Water and British Transport 
Dock each constitute a separate 
statutory authority and the rest of the Com- 
mis s undertakings would be operated as 
ordinary commercial companies. These 
would ped under a Holding Company. 

I Central Board would control matters 
vital to the railways as a whole, for example, 
national wages negotiations, price policy, 
ins modernisation, and the purpose- 
ful r : of the railway system. On the 
other i, there must be some effective de- 
volutic vhich would free the Board for its 
m i € management and workers 
respo! | opportunity 

Alt would be wrong to write into 
1 Bill 1 definition of relative responsi- 
bilities re must be flexibility—it was 
clear that the central Board must decide 
what it id delegate to Regions, and when. 

I y Board was taking over a unified 
system of railways the shape and balance 
of th ) would not be fixed and rigid 
for The future of British Railways 
dep ts ability to adapt itself to 
mor stances, and sweeping changes 
would needed 

Ancillary activities 

The Board would be responsible for ser- 
vices closely connected with railway oper- 
atior vould also inherit other powers 
contair n existing legislation. Their use 
beyond their present point would be subject 
to ti M ters consent 


The hotels were to be placed in a separate 
h would come under the Rail- 


company which 


ways Board 


Commercial freedom 


All fares and charges, except for passenger 
fares in London, would be removed from the 
control of the Transport Tribunal. Railways 


would in the main be free to shape their own 
commercial and price policy. They would 
also be freed from a number of statutory 
restrictions and obligations which previously 
had obliged them to provide certain facilities 
and services regardless of whether they paid or 
not. The railways would also be freed from 
common carrier liabilities. 

The Bill provided that the Railways Board 
and the other Boards could develop land not 
required for the purposes of their business. 

Finally, the Railways Board (and other 
Boards) might construct and operate pipe- 
lines on their own property and also on the 
property of the other Boards. The exercise 
of this power would be subject to the consent 
of the Minister. The development and opera- 
ation of pipelines would be the subject of 
general legislation. 

London Transport 

Clause | provided for a separate authority 
for London Transport. Its task, set out in 
Clause 7, was “ to provide or secure the pro- 
vision of an adequate and properly co-ordin- 
ated system of passenger transport ” for the 
London area. 

The main operating pattern of London 
Transport had been laid down in 1933. It 
would be wrong not to have considered 
whether any changes were necessary in the 
interests of the travelling public. Mr. 
Marples said the conclusion that the main 
running powers of London Transport should 
continue as at present, and that the London 
Passenger Transport Area should remain 
unchanged. 


Greater freedom 


The Bill provided that the London Board 
should have more freedom to seek the 
approval of the Traffic Commissioners to 
meet new public needs, subject always to 
suitable protection for other operators. 
In exceptional circumstances, the Minister 
could empower the Board to seek authority 
for particular extensions of its services. 

Private operators to whom the Board 
had refused consent to run in the London 
area would have a right of appeal to the 
Metropolitan Traffic Commissioner. 

To get full use from London’s buses in the 
general public interest, the Board would be 
able to hire out any buses temporarily 
surplus to requirements. They might not 
build up a special fleet for this purpose. 


British Transport Docks Board 


The docks to be placed under the Docks 
Board were mainly those other than the 
packet ports which were going to the Rail- 
ways. The Docks Board would run 32 


ports—the equivalent to one-third of the 
total national port capacity. 

Like the independent ports, the B.T.C. 
Docks were the subject of a major inquiry 
by the Rochdale Committee, which might 


have important things to say about their 
future. To that extent, the provisions in the 
Bill could be regarded as a holding operation. 
But they also provided for an organisation 
which could continue indefinitely. 

The Bill proposed that control over charges 
made by the Docks Board’s ports should be 
similar to that at independent ports. Control 
by the Transport Tribunal would disappear. 


Inland Waterways Authority 


For the first time, the nationally-owned 
canals were to be under a single Authority 
with an express duty of turning them to the 
best account. 

The Authority’s duties might involve the 
closure, conversion, or disposal of canals 
if such action could relieve the burden on 
the taxpayer. 

The Waterways Authority might receive 
up to £10 million assistance on revenue 
account from the Exchequer during the next 
five years. 

For a period of five years from the passing 
of this Bill, the new Authority would be 
protected from proceedings designed to 
compel them to restore these canals to navi- 
gable condition. The new Authority would 
be freed from control over canal charges 
and from common carrier obligations. 


The Holding Company 


The various activities to be placed under 
the Holding Company were of a different 
character from those of the other four new 
bodies. All would need guidance and 
opportunity to operate efficiently. 

It was necessary to reconcile commercial 
and operating freedom with the need for 
adequate accountability to the Minister 
(from whom the Holding Company might 
borrow) and to Parliament. Some £140 mil- 
lion of public assets were involved. The 
Government had reached the conclusion that 
the Holding Company was best incorporated 
as a statutory Company. The Minister 
would be able to give directions to the Board 
of the Holding Company. This did not 
mean that the Minister would actively 
intervene in the management and operation 
of the Holding Company, a course entirely 
contrary to the purpose for which this 
organisation would be set up. 

The objects and powers of the Holding 
Company were defined in Clause 29 of the 
Bill. It might be necessary to adjust them. 


Financial provision for railways 


The financial provisions of the Bill had two 
main purposes :- 

(1) To provide each of the Statutory 
Boards and the Holding Company with its 
own financial constitution, its own responsi- 
bility for its own capital debt, and a financial 
duty. 

(2) To relieve the railways of a burden of 
debt that they could not hope to carry and to 
lay the foundations for financial recovery. 

To meet the first purpose, each of the 
Statutory Boards would have to pay its way. 
The Holding Company must secure the best 
possible results for the public purse. During 
the first five years neither Railways Board 
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nor Inland Waterways Authority was likely 
to be able to discharge its duty in full. 
During this period, the full duty would not 
apply to either Board. The Railways Board 
would be required to pay its way as soon as 
possible. The Inland Waterways Authority 
must keep its deficit as low as possible. 

The financial reconstruction followed the 
White Paper scheme. The total capital debt 
of the Commission would be about £2,450 
million. This excluded some £300 million 
liabilities for superannuation funds and 
savings bank deposits. 

From that sum about £475 million of 
accumulated losses would be written off. 
This would leave a capital debit of some 
£1,975 million. Of this, roughly £1,575 
million would be attributed to the British 
Railways Board and £400 million to other 
activities. 

Railway finance 

The railway debt of £1,575 million would 
be sub-divided into two parts: 

(i) A doubtful debt of about £650 million 
to £7%™ million. This corresponded broadly 
to the written-down book values of pre-1956 
assets. It would be put into suspense and bear 
neither interest nor repayment obligations 
for the time being. Much might have to be 
written off 

(ii) About £900 million, corresponding to 
the written-down value of assets acquired 
since the end of 1955, largely for railway 
modernisation. This would bear interest 
and be repayable 

All figures were approximaie. There were 
important changes from the White Paper 
figures, notably in the amount of the railway, 
interest-bearing debt. 

Broadly, the railways would be relieved 
of an interest of £35 million a year on a debt 
of some £1,150 million. The Railways 
Board would have to meet interest on a “‘live”’ 
debt of about £900 million. They would have 
to take over liabilities of about £300 million 
in respect of superannuation funds and 
savings bank deposits. The interest burden 
on this total of £1,200 million would be of 
the order of £65 million a year. As more 
money was borrowed for capital investment 
interest charges would increase. 

The railways operating deficit was running 
at about £80 million a year. The Board’s 
task was to wipe out this deficit and earn a 
surplus sufficient to cover interest. 

Clause 22 empowered the Minister to 
make grants or loans to the Board to meet 
revenue deficits up to a total of £450 million 
over a five-year period. The figure of £450 
million was not to be regarded as a firm 
forecast. 

The Commission was engaged in a series 
of traffic studies. When these were complete, 
in about a year’s time, the Minister would 
review the situation and settle with targets 
of financial performance. 

Traffic studies 

A further opportunity for Government and 
Parliament to review the railway position 
would occur about two years from vesting 
date because the borrowing power under the 
lower limit of £1,100 million (Clause 19) 
would then be running out and could only 
be exceeded by an order approved by the 
House. After five years, the upper limit of 
£1,400 million on borrowing powers was 
expected to be used up, and the power to 
provide subsidies on revenue account up to 


£450 million would expire. There would then 
be an opportunity for a full review of the 
financial position and prospects of the 
railways. 

Co-ordination 

This reorganisation meant dismantling 
the machinery set up in 1947 for integration. 
This was not to say that there would be an 
end to co-ordination, though there were limits 
to what could be achieved by legislation. 

In practice, co-ordination was achieved in 
two main ways: co-ordination of policy and 
investment and co-ordination of operation 
and management and services. Co-ordination 
of policy and investment must be the 
responsibility of the Minister. To help him 
there would be a Nationalised Transport 
Advisory Council, the membership of which 
would include the Chairmen of the Boards 
and of the Holding Company. 

Both Railways and London Boards were 
required to co-ordinate their services in 
London. The Bill provided for working 
agreements between the new undertakings, 
including the Holding Company. 


Coastal shipping 

Coastal shippers were concerned that the 
railways would use their subsidised position 
to undercut shippers’ charges on long hauls. 
If there was reason to believe that the rail- 
ways were not at least covering cost by 
charges, the Minister might hold an inquiry 
as a result of which he could issue a direction 
to the railways. To guard against the possi- 
bility of railway overcharge, the Minister, 
while not wanting to start the railways off 
on their commercial freedom by a restriction 
designed to protect a particular industry, had 
arranged meetings between representatives 
of the two sides. In the light of these dis- 
cussions, the Government would decide if 
further action was necessary. 


London 


Provision has been made for the Tribunal 
to continue controlling London fares. There 
was a change from the present “ quick” 
procedure for emergency increases in London 
fares. Clause 48 provided a quick proce- 
dure whereby London fares could be raised. 
This would apply where costs had risen or 
revenues had fallen and the situation must 
be met quickly. 

The Transport Tribunal’s work would 
be almost entirely taken up with London 
fares control and road haulage appeals. 


fares 


Users’ Consultative Committees 


The Transport Users’ Consultative Com- 
mittees would continue to deal with quality 
of services. They would no longer consider 
charges, but the main change concerned 
withdrawal of umremunerative railway ser- 
vices. The only proposals of this kind which 
were to be left with the committees were those 
for complete withdrawal of railway passenger 
services. To expedite proceedings and thus 
avoid costly delay, the Central Committee 
will no longer take part. Area committees 
would report direct to the Minister in cases 
of possible hardship. 

The Minister would decide whether such 
passenger services should be closed down. 
Social and other questions might arise which 
were for the Minister and not the Railways 
Board to evaluate. Partial reduction of 
railway passenger services and withdrawals 
and reductions of freight services were 
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another matter. They involved factors fall- 
ing principally within the field of manage- 
ment and operating and commercial policy. 

The staff of the B.T.C. would go to the 
new undertakings on the basis of the activi- 
ties in which they had been employed with 
the Commission. There would be a rela- 
tively small number of staff which could not 
be dealt with in this way. If employment 
had not been found for them by vesting date 
they would become the employees of the 
Railways Board. None of the staff em- 
ployed by the B.T.C. immediately before 
vesting date would be without an employer 
to which they could look for their rights 
under their contracts of employment. 

Other provisions provided for the pay- 
ment of compensation to any of the Com- 
mission's staff which suffered loss of employ- 
ment or loss or diminution of emoluments 
or pension rights or whose position was 
worsened by the reorganisation. 

Provision had been made for the payment 
of pensions, and for the Minister to make 
Orders in connection with pension schemes. 
There would be no worsening of existing 
rights. If modifications were necessary, 
the Minister could make them by order. 

The four statutory Boards would have a 
duty to consult with appropriate organisa- 
tions for the establishment of negotiating 
machinery for terms and conditions of 
employment of staff and for safety, health, 
and welfare. 


Changes inevitable 


Passengers must accept changes. Long 
and irregular hours should be corrected by 
the extended application of work study and 
skilful management. A new approach to 
management was needed. 

The new Chairman was developing 
personnel assessment. Promotion solely by 
seniority produced old men at the top. 
Promotion by ability plus seniority produced 
efficient men. 

In making appointments to the Boards the 
Minister would consult the Chairman. 
Appointments to the Regional Railways 
Board would be made by the Railway 
Board itself subject only to the Minister's 
approval. 

Management must work out the right size 
and shape of the future railway system. 
Because of the technical advance of road 
transport clearly the railway system would 
have to be contracted where necessary. 

The contraction would take place either 
purposefully as a result of planning or 
haphazard through decay. 

The studies now being made would show 
what traffics the railways were best suited 
to carry profitably. Expenditure on modern- 
isation must be geared to these studies. 


Labour Party’s reactions 


Mr. G. R. Strauss (Vauxhall—Lab.) said 
he was prepared to admit straight away that 
there were many features of the Bill. The 
Government at least was to take a realistic 
view of railway finances. Gone, too, was the 
abhorrence of subsidising the railways. He 
was not happy about the cancellation of 
the Railways Board’s obligation to be a 
common carrier. The main purpose of the 
Bill was to destroy the spirit and machinery 


of co-ordinated public transport. The 
Government were trying to destroy the 
integrated service established in 1947. The 


was disruptive. The Nationalised 
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Transport Advisory Council was not in any 
way a substitute as a co-ordinator for the 
Transport ( nimussion It would be the 
queer kind of advisory body in the western 
hem The Conservatives regarded 
nati transport primary as a business 
and only secondarily as a public service. 

Sir Richard Nugent (Guildford—Con.) 
said that the integrated system had never 
worked It was like trying to mix oil with 
wate He was certain that, for the country 
as a whole, the right thing to do was to 
str he system, to do what was 
needed neet present-day purposes and 
the: nodernise the railways just as fast 
as the ild. What remained of the common 
cari in regard to freight was not 
affecting the commercial freedom of the 
railwa he problem on the freight side 
was to get the modern wagons—a fleet of 
large wagons—30-40 tons—fitted with brakes 
which could travel fast and give a good 
service 

Increasing traffic demands 

Mr Philip Noel-Baker (Derby South— 
Lab \ he assumption of the Bill was 
that the irket.—the people who wanted to 
travel and the firms who wanted to send their 
good would constantly and inevit- 
ably decrease, while all the indications were 
to tne trary 

Mr. Simon Wingfield Digby (Dorset W. 
Con.) said it would be wrong to influence 
the heavy traffic off the roads by financial 
incentives 


Mr. Scholefield Allen (Crewe—Lab.) said 


that if the railway workshops were excluded 
from competing for outside work, and were 
limited to inside work, they could not grow 
in ca like an ordinary industrial 
concern which supplied or might supply 
the wi vorid 

Sir Leonard Ropner (Barkston Ash—C.) 
said that not only the coastal but all the 
shipping iterests were quite unable to 
comprehend why the Minister of Transport, 
ata when he was proposing to give the 
railways potentially such damaging powers, 
should wish to take away the existing safe- 
gual 9 coastal shipping. It seemed to him 
completely ~ potty 


Left: view of bogie, and right 


Mr. W. Monslow (Barrow-in-Furness— 
Lab.) believed that the Bill would never 
solve the problem of the railways because it 
could not be solved in isolation. 

Mr. Ronald Russell (Wembley S.—Con.) 
urged cheaper fares as a device to prevent 
closures of branch lines and more attention 


given to speed and unpunctuality. There 
should be more underground railways. 
Mr. Francis Noel-Baker (Swindon—Lab.) 


who thought the Bill thoroughly bad, ap- 
pealed to the Government to allow railway 
workshops to do outside work. 

Mr. John Arbuthnot (Dover—Con.) saw 
no reason why Ministerial control over a third 
of the docks industry was necessary. The 
board should be an independent autonomous 
Public Trust covering all dock undertakings. 

Mr. George Darling (Sheffield, Hills- 
borough—Lab.) said the Bill was a bureau 
crat’s dream. It placed everything, all the 
control, in the hands of a Minister. 

Mr. J. A. Stodart (Edinburgh—U.) 
thought it was a good thing that considerable 
efforts were to be made to pinpoint profits 
and losses on individual services. No organ- 
isation, even if it were backed by all the 
genius of Dr. Beeching, could make the 
system north of Perth viable. 

Mr. T. Steele (Dumbartonshire—Lab.) 
said that Dr. Beeching was bound to tell the 
Ministry, in effect, that the railways must be 
protected in some way—as they were on the 
Continent—against the ravages of road 
haulage competition. 

Mr. E. Popplewell (Newcastle-upon-Tyne 

Lab.) said the Bill justified their worst 
fears. It segregated each form of transport 
and ignored completely any obligation to the 
nation for social needs. This was the 13th 
attempt to legislate on transport since 1951. 


New Advisory Council and forum 


Mr. John Hay, Parliamentary Secretary 
to the Ministry of Transport, said the Gov- 
ernment’s object was to provide a framework 
within which co-ordination could take place. 
The Nationalised Transport Advisory Council 
was intended to be a forum not an executive 
body with powers of direction and control. 
It was the intention of the Minister to make use 
of this body for high-level advice. The scheme 
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of devolution would be on lines settled from 
time to time by the Railways Board. Tech- 
nically speaking, the Minister could order the 
Railways Board to get rid of its workshops, 
but no Minister would lightly take a decision 
of that kind. 

Mr. Hay, concluding the first day’s debate, 
said that this was an attempt to give the 
Minister adequate powers to safeguard the 
national interest and those powers would be 
open to debate and discussion in Com- 
mittee, but they were necessary. 


Questions in Parliament 


B.T.C. surveys and work studies 
Mr. James Boyden (Bishop Auckland— 
Lab.) asked the Minister of Transport on 
November 15 if he would give a general 
direction to the British Transport Com- 
mission to ensure that full consultation with 


local trade union branches takes place 
before work study schemes and works 
surveys are begun in British Transport 


Commission establishments. 

The Minister stated that he understood 
that preliminary surveys and work study 
schemes were introduced only after con- 
sultation with the appropriate trade union 
representatives. 


Rail y. road capital expenditure 


Miss Margaret Herbison (Lanark N.— 
Lab.) asked the Minister of Transport on 
November 15 what proportion of the capital 
allocated to British Railways and British 
Road Services respectively had been used in 
respect of schemes in Scotland. 

Mr. Marples, in a written answer, stated 
that the Commission estimated that 11 per 
cent of British Railways capital expenditure 
and 5 per cent of British Road Services 
capital expenditure in 1960 was attributable 
to Scottish services. Comparable estimates 
for 1961 were about 10 per cent and 8 per 
cent. 


Railway equipment for Swaziland 
Mr. James Boyden asked the Secretary 
of State for Commonwealth Relations 
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on November 16 what equipment and 
rolling-stock would be provided by the 
British Transport Commission for the 


Swaziland railway scheme. 

Mr. B. Braine, Joint Parliamentary Secre- 
tary: “ None, Sir.” 

Mr. Boyden: * Would it not be fitting to 
amend the Transport Bill which is before the 
House so that the Transport Commission 
can supply materials to Swaziland, both 
for the convenience of Swaziland and this 
country ?” 

Mr. Braine: “* That is not a question for 
me or the Minister. It should be addressed 
to the appropriate Minister.” 

Mr. P. F. Emery (Reading—Lab.): 
“* What equipment is wanted by this railway ? 
When is it envisaged that the equipment 
required can be delivered, and how much is 
really necessary ?” 

Mr. Braine: “ Permanent way for about 
140 miles of track will be required, about 
400 general-purpose wagons, and a variety 
of equipment, including signalling equip- 
ment. Tenders for equipment and rolling- 
stock for the railway will be called for as 
soon as practicable, and I hope that British 
suppliers will tender.” 


New timetable for Rhodesia 
Railways 


On November 27, Rhodesia Railways will 
introduce a mew passenger timetable in 
which transit times have been improved for 
many trains and as much as 10} hours saved 
on some of the Bulawayo-Ndola trains. 

On the North line a daily mail train con- 
veying all classes of passengers will run in 
both directions. The mixed trains will be 
replaced by fast passenger trains, the north- 
bound train taking 10} hr. less than the 
present mixed train, and the southbound 
train will save 74 hr. 

For visitors to Victoria Falls the new 
schedule will offer the choice of a morning 
or evening departure in both directions 
every day of the week. On the East line, 
the main change is that passengers travelling 
overnight by the mail trains will depart from 
Salisbury and Bulawayo half an hour later 
than at present, but these trains will continue 
to arrive in Bulawayo and Salisbury at 
7.30 am. This is to give inter-city passen- 
gers more time for dinner or business affairs. 

On the line to South Africa there will also 
be big changes as trains to Johannesburg 
will leave Bulawayo at 10 a.m. on Mondays, 
Wednesdays, and Saturdays, and will arrive 
in Bulawayo at 4 p.m. from Johannesburg 
on Tuesdays, Fridays, and Sundays. Trains 
to Cape Town will take 70 min. less for the 
journey than now, and in the opposite 
direction the schedule has been cut by two 
hours. This arrangement means that there 
will be a fast mail train from Bulawayo 
through Bechuanaland to and from Mafeking 
on six days a week, instead of on three days 
as at present. 

Transit times for the mixed trains on the 
Bulawayo- Mafeking line have been improved 
by between one and two hours. 

With the advent of the new timetable, 
passengers from the South who are travelling 
to the North and East will have a longer wait 
in Bulawayo than at present, but the possi- 
bility of affording better connections will be 
considered before November, 1962, when 
another inter-railway timetable will come 
into operation. 


Journey times to Lourenco Marques will 
be reduced from 24 to 22} hr., and the train 
from Lourenco Marques to Bulawayo will 
take an hour less than now. These trains 
will run twice weekly in both directions. 


Improved lower class services 


A faster and more frequent service for 
African passengers travelling in the third 
and fourth classes has been provided in the 
new timetable. 

At present on the Salisbury-Bulawayo line 
only some mail trains have accommodation 
for passengers travelling third and fourth 
class, and on the North line third and fourth 
class coaches were not attached to the mail 
trains from Bulawayo. Third and fourth 
class coaches will now be attached to all 
mail trains on the Salisbury-Bulawayo- 
Ndola line. 

Passengers from Salisbury and the Mid- 
lands going on to Wankie and Northern 
Rhodesia will no longer have to wait in 
Bulawayo a whole day before making a 
connection to the North as the slower local 
train service will be withdrawn on the North 
line and a fast passenger train leaving Bula- 
wayo in the mornings will replace it. 

Journey times for mixed trains on the 
Bulawayo-Mafeking line have been improved 
by between one and two hours. Passengers 
leaving Salisbury by the 9 p.m. train will 
arrive in Bulawayo the following morning, 
in Livingstone within 24 hrs., Lusaka in just 
over 364 hrs. and Ndola in 46} hrs. With 
the present timetable the overall time for the 
journey from Salisbury to Ndola by mixed 
train is 674 hrs. 


Concrete depot at York 


To provide adequate supplies of precast 
concrete for British Railways modernisation 
the Chief Civil Engineer of the North 
Eastern Region has remodelled the concrete 
depot at Leeman Road, York. The result 
will be a great increase in output; a wider 
scope in the variety of units supplied for 
maintenance, renewal and new works 
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schemes, and an improvement in quality 
control. 

A large precast-concrete framed moulding 
shop with lower walls of brickwork and the 
remainder of the walls and roof of asbestos 
has been built at the depot, within which a 
thermostatically controlled hot-air system 
maintains an even temperature. Among the 
many pieces of up-to-date equipment in- 
stalled are seven vibrating tables with roller- 
conveyor production lines, and a compressed 
air plant for spraying moulds with oil. The 
production of fibre-glass moulds from basic 
materials is also being developed. The use 
of these moulds is a great advantage to 
precast-concrete production both from the 
point of view of quality and economy. 

Space has been provided for prestressed 
concrete work and improved stacking areas 
are provided for the curing of the units. A 
soil mechanics laboratory adjoining the main 
building, now in the course of construction, 
will enable tests necessary for mix design to 
be carried out in addition to the normal 
work of soil testing. 

Outside sunken storage bins together with 
internal overhead hoppers will hold the 
stocks of sand and gravel, and the old method 
of cement stacking in bags has been super- 
seded by a bulk-storage silo from which the 
cement is delivered to the weigh batcher by a 
screw feed. 

As well as the normal production of items 
such as drainage troughs, manholes, plate- 
layers’ cabins, platform and loading-dock 
units, fencing posts, piles, and walling at this 
depot, it is intended to produce some of the 
larger units for bridging. The production of 
precast concrete will be stepped up to 
140,000 cu. ft. a year compared with 83,000 
cu. ft. before modernisation. To cater for 
this increase in production improved rail 
loading-dock facilities have been provided. 

The layout of the depot and its equipment 
and buildings has been designed by the Chief 
Civil Engineer’s Department, North Eastern 
Region, British Railways, and the major 
portion of the work has been carried out by 
the department's own staff. 


Interior of moulding shop showing workman in the foreground using a “poker vibrator” 
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Transport Advisory Council was not in any 


way a substitute as a co-ordinator for the 
Transport Commission it would be the 
queer kind of advisory body in the western 
hemisphere The Conservatives regarded 
nat ed transport primary as a business 
and < secondarily as a public service. 

Sir Richard Nugent (Guildford—-Con.) 
said the integrated system had never 
worked. It was like trying to mix oil with 
water. He was certain that, for the country 
as a whole, the right thing to do was to 
streamline the system, to do what was 
needed to meet present-day purposes and 
then t \odernise the railways just as fast 
as they could. What remained of the common 
cart system in regard to freight was not 
affecting the commercial freedom of the 
railways. The problem on the freight side 
was to get the modern wagons—a fleet of 
large wagons—30-40 tons—fitted with brakes 
which could travel fast and give a good 
service 


Increasing traffic demands 
Mr. Philip Noel-Baker (Derby South— 


Lab.) said the assumption of the Bill was 
that the market.—the people who wanted to 
travel and the firms who wanted to send their 
goods. by rail—would constantly and inevit- 
ably decrease, while all the indications were 
to the mtrary 

Mr. Simon Wingfield Digby (Dorset W.— 
Con.) said would be wrong to influence 
the heavy traffic off the roads by financial 
mcentuves 

Mr. Scholefield Allen (Crewe—Lab.) said 
that if the railway workshops were excluded 
from competing for outside work, and were 
limited inside work, they could not grow 
in capacity like an ordinary industrial 
concern which supplied or might supply 
the whole world 

Sir Leonard Ropner (Barkston Ash—C.) 
said that not only the coastal but all the 
shipping interests were quite unable to 
comp! nd why the Minister of Transport, 
at a time when he was proposing to give the 
railways potentially such damaging powers, 
should wish to take away the existing safe- 
guards for coastal shipping. It seemed to him 
completely “ potty.” 


Mr. W. Monslow (Barrow-in-Furness— 
Lab.) believed that the Bill would never 
solve the problem of the railways because it 
could not be solved in isolation. 

Mr. Ronald Russell (Wembley S.—Con.) 
urged cheaper fares as a device to prevent 
closures of branch lines and more attention 
given to speed and unpunctuality. There 
should be more underground railways. 

Mr. Francis Noel-Baker (Swindon—Lab.) 
who thought the Bill thoroughly bad, ap- 
pealed to the Government to allow railway 
workshops to do outside work. 

Mr. John Arbuthnot (Dover—Con.) saw 
no reason why Ministerial control over a third 
of the docks industry was necessary. The 
board should be an independent autonomous 
Public Trust covering all dock undertakings. 

Mr. George Darling (Sheffield, Hills- 
borough—Lab.) said the Bill was a bureau 
crat’s dream. It placed everything, all the 
control, in the hands of a Minister. 

Mr. J. A. Stodart (Edinburgh—U.) 
thought it was a good thing that considerable 
efforts were to be made to pinpoint profits 
and losses on individual services. No organ- 
isation, even if it were backed by all the 
genius of Dr. Beeching, could make the 
system north of Perth viable. 

Mr. T. Steele (Dumbartonshire—Lab.) 
said that Dr. Beeching was bound to tell the 
Ministry, in effect, that the railways must be 
protected in some way—as they were on the 
Continent—against the ravages of road 
haulage competition. 

Mr. E. Popplewell (Newcastle-upon-Tyne 
—Lab.) said the Bill justified their worst 
fears. It segregated each form of transport 
and ignored completely any obligation to the 
nation for social needs. This was the 13th 
attempt to legislate on transport since 1951. 


New Advisory Council and forum 


Mr. John Hay, Parliamentary Secretary 
to the Ministry of Transport, said the Gov- 
ernment’s object was to provide a framework 
within which co-ordination could take place. 
The Nationalised Transport Advisory Council 
was intended to be a forum not an executive 
body with powers of direction and control. 
It was the intention of the Minister to make use 
of this body for high-level advice. The scheme 


B.R. TYPE B4 BOGIE 
(See editorial article on page 588) 


Left: view of bogie, and right: construction work in progress 
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of devolution would be on lines settled from 
time to time by the Railways Board. Tech- 
nically speaking, the Minister could order the 
Railways Board to get rid of its workshops, 
but no Minister would lightly take a decision 
of that kind. 

Mr. Hay, concluding the first day’s debate, 
said that this was an attempt to give the 
Minister adequate powers to safeguard the 
national interest and those powers would be 
open to debate and discussion in Com- 
mittee, but they were necessary. 


Questions in Parliament 


B.T.C. surveys and work studies 


Mr. James Boyden (Bishop Auckland— 
Lab.) asked the Minister of Transport on 
November 15 if he would give a general 
direction to the British Transport Com- 
mission to ensure that full consultation with 
local trade union branches takes place 
before work study schemes and works 
surveys are begun in British Transport 
Commission establishments. 

The Minister stated that he understood 
that preliminary surveys and work study 
schemes were introduced only after con- 
sultation with the appropriate trade union 
representatives. 


Rail y. road capital expenditure 


Miss Margaret Herbison (Lanark N.— 
Lab.) asked the Minister of Transport on 
November 15 what proportion of the capital 
allocated to British Railways and British 
Road Services respectively had been used in 
respect of schemes in Scotland. 

Mr. Marples, in a written answer, stated 
that the Commission estimated that 11 per 
cent of British Railways capital expenditure 
and 5 per cent of British Road Services 
capital expenditure in 1960 was attributable 
to Scottish services. Comparable estimates 
for 1961 were about 10 per cent and 8 per 
cent. 


Railway equipment for Swaziland 
Mr. James Boyden asked the Secretary 
of State for Commonwealth Relations 
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on November 16 what equipment and 
rolling-stock would be provided by the 
British Transport Commission for the 
Swaziland railway scheme. 

Mr. B. Braine, Joint Parliamentary Secre- 
tary: ** None, Sir.” 

Mr. Boyden: ** Would it not be fitting to 
amend the Transport Bill which is before the 
House so that the Transport Commission 
can supply materials to Swaziland, both 
for the convenience of Swaziland and this 
country ?” 

Mr. Braine: ** That is not a question for 
me or the Minister. It should be addressed 
to the appropriate Minister.” 

Mr. P. F. Emery (Reading—Lab.): 
** What equipment is wanted by this railway ? 
When is it envisaged that the equipment 
required can be delivered, and how much is 
really necessary ?” 

Mr. Braine: “‘ Permanent way for about 
140 miles of track will be required, about 
400 general-purpose wagons, and a variety 
of equipment, including signalling equip- 
ment. Tenders for equipment and rolling- 
stock for the railway will be called for as 
soon as practicable, and I hope that British 
suppliers will tender.” 


New timetable for Rhodesia 
Railways 


On November 27, Rhodesia Railways will 
introduce a new passenger timetable in 
which transit times have been improved for 
many trains and as much as 10} hours saved 
on some of the Bulawayo-Ndola trains. 

On the North line a daily mail train con- 
veying all classes of passengers will run in 
both directions. The mixed trains will be 
replaced by fast passenger trains, the north- 
bound train taking 10} hr. less than the 
present mixed train, and the southbound 
train will save 74 hr. 

For visitors to Victoria Falls the new 
schedule will offer the choice of a morning 
or evening departure in both directions 
every day of the week. On the East line, 
the main change is that passengers travelling 
overnight by the mail trains will depart from 
Salisbury and Bulawayo half an hour later 
than at present, but these trains will continue 
to arrive in Bulawayo and Salisbury at 
7.30 a.m. This is to give inter-city passen- 
gers more time for dinner or business affairs. 

On the line to South Africa there will also 
be big changes as trains to Johannesburg 
will leave Bulawayo at 10 a.m. on Mondays, 
Wednesdays, and Saturdays, and will arrive 
in Bulawayo at 4 p.m. from Johannesburg 
on Tuesdays, Fridays, and Sundays. Trains 
to Cape Town will take 70 min. less for the 
journey than now, and in the opposite 
direction the schedule has been cut by two 
hours. This arrangement means that there 
will be a fast mail train from Bulawayo 
through Bechuanaland to and from Mafeking 
on six days a week, instead of on three days 
as at present. 

Transit times for the mixed trains on the 
Bulawayo- Mafeking line have been improved 
by between one and two hours. 

With the advent of the new timetable, 
passengers from the South who are travelling 
to the North and East will have a longer wait 
in Bulawayo than at present, but the possi- 
bility of affording better connections will be 
considered before November, 1962, when 
another inter-railway timetable will come 
into operation. 


Journey times to Lourenco Marques will 
be reduced from 24 to 22} hr., and the train 
from Lourenco Marques to Bulawayo will 
take an hour less than now. These trains 
will run twice weekly in both directions. 


Improved lower class services 


A faster and more frequent service for 
African passengers travelling in the third 
and fourth classes has been provided in the 
new timetable. 

At present on the Salisbury-Bulawayo line 
only some mail trains have accommodation 
for passengers travelling third and fourth 
class, and on the North line third and fourth 
class coaches were not attached to the mail 
trains from Bulawayo. Third and fourth 
class coaches will now be attached to all 
mail trains on the Salisbury-Bulawayo- 
Ndola line. 

Passengers from Salisbury and the Mid- 
lands going on to Wankie and Northern 
Rhodesia will no longer have to wait in 
Bulawayo a whole day before making a 
connection to the North as the slower local 
train service will be withdrawn on the North 
line and a fast passenger train leaving Bula- 
wayo in the mornings will replace it. 

Journey times for mixed trains on the 
Bulawayo-Mafeking line have been improved 
by between one and two hours. Passengers 
leaving Salisbury by the 9 p.m. train will 
arrive in Bulawayo the following morning, 
in Livingstone within 24 hrs., Lusaka in just 
over 364 hrs. and Ndola in 46} hrs. With 
the present timetable the overall time for the 
journey from Salisbury to Ndola by mixed 
train is 674 hrs. 


Concrete depot at York 


To provide adequate supplies of precast 
concrete for British Railways modernisation 
the Chief Civil Engineer of the North 
Eastern Region has remodelled the concrete 
depot at Leeman Road, York. The result 
will be a great increase in output; a wider 
scope in the variety of units supplied for 
maintenance, renewal and new works 
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schemes, and an improvement in quality 
control. 

A large precast-concrete framed moulding 
shop with lower walls of brickwork and the 
remainder of the walls and roof of asbestos 
has been built at the depot, within which a 
thermostatically controlled hot-air system 
maintains an even temperature. Among the 
many pieces of up-to-date equipment in- 
stalled are seven vibrating tables with roller- 
conveyor production lines, and a compressed 
air plant for spraying moulds with oil. The 
production of fibre-glass moulds from basic 
materials is also being developed. The use 
of these moulds is a great advantage to 
precast-concrete production both from the 
point of view of quality and economy. 

Space has been provided for prestressed 
concrete work and improved stacking areas 
are provided for the curing of the units. A 
soil mechanics laboratory adjoining the main 
building, now in the course of construction, 
will enable tests necessary for mix design to 
be carried out in addition to the normal 
work of soil testing. 

Outside sunken storage bins together with 
internal overhead hoppers will hold the 
stocks of sand and gravel, and the old method 
of cement stacking in bags has been super- 
seded by a bulk-storage silo from which the 
cement is delivered to the weigh batcher by a 
screw feed. 

As well as the normal production of items 
such as drainage troughs, manholes, plate- 
layers’ cabins, platform and loading-dock 
units, fencing posts, piles, and walling at this 
depot, it is intended to produce some of the 
larger units for bridging. The production of 
precast concrete will be stepped up to 
140,000 cu. ft. a year compared with 83,000 
cu. ft. before modernisation. To cater for 
this increase in production improved rail 
loading-dock facilities have been provided. 

The layout of the depot and its equipment 
and buildings has been designed by the Chief 
Civil Engineer’s Department, North Eastern 
Region, British Railways, and the major 
portion of the work has been carried out by 
the department's own staff. 


Interior of moulding shop showing workman in the foreground using a “‘poker vibrator” 
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Rolls-Royce to build 


diesel engines in Australia 


Rolls-Royce Australia Pty. Ltd. has begun 
construction of a factory at Bankstown, 
N.S.W produce diesel engines for the 
Australian market. The company will invest 
£A.600,000 for the establishment of the 
factory. It will manufacture engines for both 
road and rail traction and for a variety of 
industrial and marine uses 

The Brush Electrical Engineering Co. 
Ltd. has received an order from the British 
Transport Commission for a further 27 
Type 2 diesel-electric locomotives for service 
on British Railways The locomotives will 
be powered by 1,365-b.h.p. Mirrlees JVST 
12-cylinder diesels fitted with HSBT turbo- 
charger 


Henschel-Werke G.m.b.H. has received an 
order for seven 500-b.h.p. 45-ton 3-ft. 6-in. 
gauge diesel-hydraulic shunting locomotives 
for the Sudan Railways 


Ca British Railways, Eastern Region, has 
placed the following contracts 
cg The Doncaster Wagon Co. Ltd.: modi- 
fication of hopper discharge arrangement 
on 87 22/24-ton iron ore hopper-wagons 
to enable them to be used as ballast wagons; 
ea The Freeman Heating Co. Ltd.: heat- 
i ing installation for diesel stores building 
Be at Doncaster Locomotive Works; 
Electro Installations (London) Limited: 
electrical installations at Great Bentley, 
Kirby Cross, Wivenhoe, Weeley, Frinton- 


on-Sea and Alresford stations; 

H. R. Smith (Contractors) 
ae construction of two lock-keepers’ houses 
ey at Sheffield Tinsley Marshalling Yard; 


Limited: 


4 Charles R. Price: construction of offices 
ie and messroom block for the District 
4 Engineer and Signal Engineer at Marshgate 
Yar Doncaster: 


The Butterley Co. Ltd.: reconstruction 
of the superstructure of underline bridge 
No. 1495 between Stansted and Elsenham; 

W. & C. French Limited: construction 
of inspection pit with awning, workshop 
drainage and oil 
facilities at King’s Lynn. 


building, provision of 


seperation 


ing British Railways, North Eastern Region, 

has placed the following contracts: 

f Arundel (Contractors) Limited: paint- 
ing of bridges, signalboxes, signals, small 
buildings, mile and gradient posts on the 


Thornhill to Farnley Line; 

Berwick Building Co. Ltd.: erection of 
a new signalbox compressor house and 
ancillary works at Hessle Road, Hull, and 
ons to Dairycoates West Signal- 


box to form a new relay room; 
: H. Morfitt & Son Ltd.: provision and 
e installation of central heating in the car- 
Beis riage and wagon works stores, Walkergate; 
Holmpress Piles Limited: provision and 
installation of piles for the control tower 


at Healey Mills Marshalling Yard and at 
Railway Street Goods Depot, Hull; 

Wm. Birch & Sons Ltd.: building work 
for the pre-apprentice training school at 
York; 

Sangwin Limited: construction of a 
new embankment at Hessle Road, Hull; 

Shellabear Price Limited: earthworks in 
connection with the new marshalling yard 
at Stourton; 

The Brighouse Estate (Builders) 
Limited: alterations to the Road Motor 
Engineer’s garage at Valley Goods Depot, 
Bradford; 

Ruddock & Meighan Limited: demo- 
lition of four masonry arches and the con- 
struction of a new two-span bridge and 
regrading of approach road at Bridge No. 
105 at Bradley Junction, near Huddersfield ; 

Concrete Services Limited: construction 
of a new footbridge between Grosvenor 
Terrace and Bridge Lane, York. The con- 
tract includes the provision of fences and 
laying of approaches, also the demolition 
and removal of the existing bridge: 

Mitchell Construction Co. Ltd.: con- 
struction of control tower at Healey Mills 
Marshalling Yard. 


Advance information. The Chittagong Port 
Trust hopes to purchase two fork-lift trucks 
during 1962, and are interested in receiving 
quotations from British manufacturers. The 
trucks should have diesel or petrol engines 
and a lifting capacity of 3 tons. Those 
interested should write to the Chief 
Mechanical Engineer, Chittagong Port Trust, 
Chittagong, East Pakistan. It would be 
appreciated if, at the same time, they would 
notify the British Trade Commissioner, 
P.O. Box 19, Chamber of Commerce 
Building, Quaid-e-Azam Road, Chittagong, 
that they have done so. 


The Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow :— 


From Australia: 
800 roller-bearing axle boxes complete 
as specified. 

The issuing authority is the Secretary, 
Victorian Railways, Melbourne, C.1, to 
whom bids should be sent. The .ender No. 
is 62,120. The closing date is November 29, 
1961. The Board of Trade reference is 
E.S.B./34625/61. 


From India: 

2 6-ton locomotives suitable for 220 V. 
d.c. Gauge 42 in. Weight 6 tons. Func- 
tion, gathering locomotives. Position of 
trolley wire 2 ft. 5 in. to the right of loco- 
motive centre line facing in direction of 
forward motion, height 7 ft. above rail. 
Height of coupling 13 in. above rail 
adjustable to at least one higher and two 
lower positions. 

Approximate overall dimensions: 

Buffer to buffer length: 14 ft. 

Width at centre: 4 ft. 10 in. 

Height from top of rail 2 ft. 8 in. 

The issuing authority is the National Coal 
Development Corporation Limited, Office 
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of the Chief Purchase Officer, Darbhanga 
House, Ranchi, to which bids should be sent. 
The tender No. is CPO/P & M/A(1)593-R. 
The closing date is December 11, 1961. The 
Board of Trade reference is E.S.B./35434/61. 


Tender for steel trough bars, see official 
notices page 612 of this issue. 


From Iraq: 

500 gal. grey gloss paint to B.S.S.381C: 
1948. Colour No. 632 dark Admiralty 
grey and suitable for exterior coach paint- 
ing (carriage & wagon) in tropical climate. 
The issuing authority is the Director- 

General, Iraqi Republican Railways, Bagh- 
dad, to whom bids should be sent. The clos- 
ing date is December 27, 1961. The Board of 
Trade reference is E.S.B./34993/61. 


From Portuguese East Africa: 
5,000 galvanised screw spikes. 
The tender No. is A/CFB/1/1-2/62. The 
closing date is January 3, 1962. The Board of 
Trade reference is E.S.B./35109/61. 


14 interior fire boxes. 
3 complete fire boxes. 
5 tubular plates. 


The tender No. is 2/62. The closing date is 
March 12, 1962. The Board of Trade reference 
is E.S.B./35493/61. The issuing authority for 
the above tenders is the Ports, Railways & 
Transport Department, Lourenco Marques 
to which bids should be sent. 


From Sudan: 
2 fork-lift trucks diesel driven, with a 
capacity of up to | ton. 

The issuing authority is the office of the 
Controller of Stores, Sudan Railways, Atbara, 
to which bids should be sent. The tender No. 
is 2507. The closing date is December 28, 
1961. The Board of Trade reference is 
E.S.B./35737/61. 


From Thailand: 
2,000 superheater tubes (small), drawing 

No. 380S83-2086/1. 
The boiler tubes, superheater tubes, tubing 
for superheater elements and arch tubes 
are to be cold drawn and seamless and 
manufactured from the best quality steel 
made by the Open Hearth process to be 
certified as such by the makers of the steel 
and tubes. They must not, on analysis, 
show more than 0-05 per cent of sulphur 
or 0-05 per cent of phosphorus. The manu- 
facturer shall supply an analysis when 
required to do so. 

The issuing authority is the State Railways 
of Thailand, Yod-Se, Bangkok, to which 
bids should be sent. The tender No. is 04410. 
The closing date is December 7, 1961. The 
Board of Trade reference is E.S.B./34681/61. 


Further details relating to the above tenders 
together with photo-copies of tender documents, 
unless otherwise stated, can be obtained from 
the Branch (Lacon House, Theobald’s Road, 
W.C.1). 
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Simmonds Aerocessories Limited move. 
Simmonds Aerocessories Limited announces 
that its Birmingham office has been moved 


from Lancaster House, Newall Street, to 
Herbert House, Cornwall Street. Existing 
telephone and telex numbers have been 
retained. 


Scottish Region service alteration. On 
November 20, the 5.40 p.m. train from 
Inverurie to Aberdeen was retimed [to 
leave at 5.10 p.m. calling at Kintore, Kin- 
aldie, Pitmedden, Dyce, and Kittybrewster, 
arriving Aberdeen 5.42 p.m. 


Welsh railway preservation society. The 
Welshpool & Lianfair Light Railway Pre- 
servation Co. Ltd. is to try to re-open the 
Llanfair Caereinion-Castle Caereinion section 
of the railway next Whitsun. 


Materials handling course. The British 
Industrial Truck Association is offering a 
place at the ninth Material Handling Train- 
ing Course to be held at Lake Placid, U.S.A., 
in June, as first prize in its annual competition. 
Details of the competition, which closes on 
March 15, 1962, may be had from the 
Association. 


Mr. R. G. Booth’s retirement. In the para- 
graph recording the retirement of Mr. R. G. 
Booth in our issue of November 10 his 
designation was published as Assistant 
(Permanent Way). This should have been 
Assistant Engineer (Permanent Way.) 
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ST. HELENS SHAW STREET STATION 
(See November 10 issue) 


Night effect of the use of glass in railway station construction 


Mobile enquiry bureau. The Eastern Region 
of British Railways has arranged for a 
mobile rail and road enquiry bureau to visit 
Sheffield, Chesterfield, Rotherham, and 
Barnsley, early in the New Year. The 
bureau will assist the public to make advance 
plans for summer holidays. 


American - Japanese agreement. The 
Cummins Engine Company Inc. of Indiana, 
U.S.A., has signed a licence agreement with 
Komatsu Manufacturing Co. Ltd. of Japan. 
Under the terms of the agreement the 
Japanese company will manufacture Cum- 
mins NH. series of engines in the 180- 
220 h.p. range. 


100th G-E U18C diesel-electric locomotive for South African Railways 


Visual aids meeting. The Institute of Trans- 
port is to hold a visual aids meeting at 
6.15 p.m. on November 29. The Sheffield 
Corporation transport film “* Keep the wheels 
turning ” will be introduced by Mr. P. D. 
Baggaley, the Traffic Superintendent of 
Sheffield Corporation Transport Department. 
The programme will also include a short film 
on a British Railways engineering project. 


Institute of Transport, Merseyside section 
annual dinner. The annual dinner of the 
Merseyside section of the Institute of Trans- 
port was held at the Atheraeum, Liverpool, 
on November 10. The toast of the * Institute 
of Transport ” was proposed by Mr. C. R. 
Bennett, Chairman of the Section, and was 
replied to by Mr. James Amos, President of 
the Institute. 


Selling in Africa. Mr. Henry Deschamps- 
neuf’s book “ Selling in Africa” was intro- 
duced by Sir Arthur Kirby, Commissioner for 
East Africa, in a speech to the Institute of 
Directors on November 15. 


Hundredth locomotive. Officials of the South 
African Railways and the General Electric 
Company of America were present at a 
ceremony to mark the delivery of the 100th 
locomotive of an order for 115. The loco- 
motive is a G-E U18C diesel electric. The 
illustration shows (left to right) Mr. L. M. 
Plaza, G.E.C., Mr. V. A. Boyd, G.E.C. 
South Africa, and Mr. P. Rossouw, Mr. 
C. Emslie, Mr. E. Fenske, Mr. D. van 
Onselen, Mr. J. Ford, and Mr. D. Arnot, all 
of South African Railways. 


Marketing study group. The London School 
of Marketing is to hold a study group to 
discuss the market for British goods in 
Germany. Speakers invited from Germany 
will be Mr. Hans Jaeger, Mr. Alexis Joseph, 
Mr. Gerhard Schulz, and Dr. Henning 
Rassner. The study will be at the Connaught 
Rooms, Great Queen Street, London, 
W.C.2, on November 27 and 28. 
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PACIFIC TRADE FAIR, LIMA 


Display arranged by the Locomotive & Allied Manufacturers’ Association at Lima 


Mayor of Wakefield; Councillor R. H. 
Loraine, Mayor of Darlington; Alderman 
J. W. Kennedy, Mayor of Blyth; Alderman 
N. Garrow, Chairman Northumberland 
County Council; Alderman H. Simm, Sheriff 
of the City & County of Newcastle-upon- 
Tyne; Alderman W. E. Body, Deputy Lord 
Mayor of Kingston-upon-Hull; Councillor 
D. Hutchins, Deputy Mayor of Wakefield; 
Councillor H. Carr, Deputy Mayor of 
Darlington Councillor R. Butterworth, 
Chairman of Felling Urban District Council; 
Alderman J. R. S. Middlewood, Chairman, 
Bishop Auckland Urban District Council; 
Councillor P. McWilliam, Chairman, Roth- 


well Urban District Council; Councillor 
J. Howe, Chairman, Shildon Urban District 
Council, and Councillor S. Wright, Chairman, 
Hesham Urban District Council. 


Bridge rebuilding at Slough. Work is to com- 
mence shortly on reconstructing and widening 


Stoke Road bridge. which crosses the main 


line and Windsor branch line of the Western 
Region of British Railways at Slough. Plans 
for the bridge, which carries the A.332 road 
over the lines, have been prepared by the 


Western Region 


Railway Stock Market 


There was very little business passing in 
foreig rails, but quotations were well 
maintained. Antofagasta ordinary stock 
held last week's rise to 164, and the prefer- 
ence stock has been maintained at 354 and 
the 4 per cent perpetual debentures 
at 40. Paraguay Central prior deben- 

re marked up from 18 to 194, 


iil & Quito assented bonds kept at 
level of 55 recorded a week ago, 
ean Northern 5 per cent first mort- 
entures gained a point at 484, 
n other directions Costa Rica 
stock moved fractionally lower at 
an Central “A” bearer deben- 
at 574, Brazil Railway bonds at 
level of 2} recorded a week ago, 


while San Paulo Railway 3s. units were 
again Is. 9jd. International of Central 
America common shares and preferred 
stock were again $134 and $84 respectively. 

Canadian Pacifics at $434 have been quite 
well maintained on balance, and the pre- 
ference stock held up at 59}, but the 4 per 
cent debentures came back to 55}xd. White 
Pass shares have changed hands around 
$13}. 

Main interest among shares of locomotive, 
engineering, and kindred companies again 
centred on Gloucester Wagon, pending the 
outcome of the offer from Winget. Com- 
pared with a week ago, Gloucester Wagon 
10s. shares strengthened from 12s. 9d. to 
13s. 44d. although best prices were not held. 
G. D. Peters were quoted at 16s. 104d., 
and Birmingham Wagon lost 2s. 6d. at 
22s. 6d., though Wagon Repairs 5s. shares 
held firm at 26s. 3d. 

North British Locomotive improved from 
4s. to 4s. 6d. and Beyer Peacock Ss. shares 
put on 44d. at 7s. 44d., but following the 
results, Charles Roberts 5s. shares dropped 
44d. at 4s. 74d. Westinghouse Brake, 
however, have been firmer at 26s. 

In front of the dividend announcement, 
Broom & Wade 5s. shares changed hands 
around 25s. 3d. Leyland Motors lost Is. 
at 90s. Ransome & Marles 5s. shares 
were steady at 15s. 6d. and Pollard Beating 
4s. shares 35s. Elsewhere, Tube Investments 
shares have been active around 66s. 6d. 
foliowing the Chairman’s annual review 
which points out that, partly because of the 
prospect of Britain linking with the Common 
Market, the group plans to spend £75 million 
on development over the next five years or 
so. British Oxygen 5s. shares changed 
hands around 15s. 6d. Further considera- 
tion of the interim statement put B.1.C.C. 
ls. higher at 59s. and there was a better 
trend in electricals generally, with G.E.C. 
up from 27s. 9d. to 28s. 3d. and English 
Electric from 31s. to 31s. 6d. though A.E.1I. 
eased from 34s. to 33s. 9d. and Crompton 
Parkinson 5s. shares from 13s. 14d. to 12s. 9d. 

Pressed Steel 5s. shares were quite well 
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maintained at 17s. 3d., Dowty Group 10s. 
shares lost a few pence at 32s. 74d. and Guest 
Keen reacted sharply to 77s. 9d., while 
Stone-Platt came back 1s. 3d. to 38s. Steel 
shares were lower on balance but were 
active in front of the dividend announcements. 


Forthcoming Meetings 


Nov. 29 (Wed.). Peterborough Railway Dis- 
cussion Group, Peterborough Technical 
College, at 6.45 p.m. “Economics of 
transport,” by Mr. M. R. Bonavia, British 
Transport Staff College. 

Nov. 29 (Wed.). Institute of Transport, 80 
Portland Place, W.1, at 6.15 p.m. Visual 
aids meeting, recent transport films. 

Dec. 1 (Fri.). The Railway Club, Royal Scot- 
tish Corporation, Fetter Lane, E.C.1, at 
7.0 p.m. “* European international train 
services,” by Mr. E. M. Sanders. 

Dec. 2 (Sat.). Permanent Way Institution, 
Nottingham & Derby Section. Annual 
general meeting, 12.30 p.m.,at Co-operative 
House, Nottingham. 

Dec. 5 (Tue.). Institute of Traffic Adminis- 
tration, Kingsley Hotel, Bloomsbury 
Way, W.C.1, at 6.30 p.m. Transport 
Brains Trust. 

Dec. 6. (Wed.). Railway Students’ Associa- 
tion, at the London School of Economics 
& Political Science, at 6.15 p.m. “ Railway 
passenger traffic.” by Mr. D. S. 
McKenna, Assistant General Manager, 
British Railways, Southern Region. 

Dec. 7 (Thu.). Institution of Civil Engineers, 
Great George Street, Westminster, S.W.1, 
at 5.30 p.m. “The most appropriate 
training for a railway civil engineer,” in- 
troduced by A. H. Cantrell, S. Stevens, and 
H. Mallinson. 


OFFICIAL NOTICES 


ERSONAL COLUMN LTD., Falcon House, 

Burnley, Lancs. Pen Friend—all hobbies. Cor- 

respondents in almost every country. All ages. S.A.E. 
for details. 


TANDARD Gauge all steel railway wagons, 2 ft. 

sides, also wagon frames with 2 ft. dia. wheels 

and axles. Goldendale Iron Co. Ltd., Tunstall, Stoke- 
on-Trent. 


THE SOUTH WALES TRANSPORT 
COMPANY, LIMITED 
Vacancy for Chief Engineer 
HE South Wales Transport Company, Limited, 
which operates some 350 public service vehicles 
with headquarters and central workshops in Swansea, 
invites applications for the position of Chief Engineer. 
Applicants must have had administrative and tech- 
nical experience, at senior level, in the maintenance of a 
fleet of public service vehicles and in the contro! of staff. 
The salary will be commensurate with the responsi- 
bility of the appointment and will have regard to the 
particular qualifications and experience of the successful 
applicant 
Applications, stating age, education, qualifications 
and family status, together with particulais of existing 
and previous employment and present salary, should be 
sent under “ Private’ cover to Mr. H. Weedy, the 
General Manager of the Company, at 31, Russell! Street, 
Swansea, Glam., as soon as possible, and in any event 
not later than 7th December, 1961 


~~ GOVERNMENT OF INDIA, MINISTRY OF _ 
RAILWAYS (RAILWAY BOARD) 


TENDER NO. S-17 of 1961 


HE Ministry of Railways (Railway Board), Govern- 
ment of India, propose to obtain from established 
and reliable manufacturers: 
TROUGH BARS for STEEL TURNOUT 
SLEEPERS—5,054'5 LONG TONS. 

Tender documents are obtainable from the Director 
General, India Store Department, Government Build- 
ing, Bromyard Avenue, Acton, London, W.3, on pay- 
ment of Rs.5.00 (7s. 6d.) per set. 

Offers should reach the undersigned not later than 
2 p.m. on December 14, 1961 

DIRECTOR, RAILWAY STORES, 
RAILWAY BOARD, RAIL BHAVAN, 
RAISINA ROAD, NEW DELHI-2 
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TAYLOR BROS. (sanoucet) LTD. 


MIDLAND FOUNDRY, SANDIACRE + NR. NOTTINGHAM 


Telephone: SANDIACRE 3141 (5 lines) ESTABLISHED 1858 Telegrams: TAYLOR BROS. SANDIACRE 
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INTEERE SISNMLLING 


The first lifting 
barriers 
thoroughfare 
the area 


NARROW STREET SWING BRIDGE, STEPNEY, E./. 


HENRY WILLIAMS LTD ELECTRIC SIGNALLING DEPARTMENT 


Telephone: RICKMANSWORTH 4321 WATFORD 


Acknowledgements : 

‘e LONDON COUNTY COUNCIL, BRITISH WATERWAYS 

1 HUSBAND & CO. CONSULTING ENGINEERS 
HEAD WRIGHTSON TEESDALE, LTD., 

& SIR WILLIAM ARROL & CO. LTD. BRIDGE BUILDERS. 


: 
3 
4 

ix 
« 


The Railway Gazette November 24, 196] [SUPPLEMENT PAGE iy 4] 


WOOLWORTHS USE 
BRITISH RAILWAYS 


MODERN FREIGHT SERVICES 


F. W. Woolworth and Co, 
Ltd. are one of the largest 
retailing organisations in the 
country. They transport many 
thousands of tons of goods every 
year by rail— goods whose variety 
is well known to all who patronise 
their stores! 


EXPRESS FREIGHT TRAINS. There are 
more than 800 every day— many giving next 
morning arrivals over long distances. Charges 
are fully competitive. Ask your local Goods Agent 
for details. 


EXPORT EXPRESS. From many towns British 
Railways Export Express services give assured NEXT 
DAY DELIVERY for wagon-load traffic to London Docks 

(Royal, india and Millwall Groups), Merseyside, Manchester, 
Goole, Hull, Glasgow, Grangemouth and Southampton. 


BRITISH RAILWAYS 
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Photograph by courtesy of The English Electric Company 


Constant research and rigidity of tee Duff-Norton 


control in manufacturing techniques 


have made the name Duff-Norton make jacks for 


synonymous with the finest jacks 


railway engineers 
make tracks for 
Duff-Norton... 


you can buy. . . 
Of interest to Railway Engineers is the railway engineers 


Model 117 illustrated. A genuine 
Duff-Norton Jack designed specifically for 
railway track maintenance. 15 ton capacity, 
single acting trip lowering rachet. 


DUFF-NORTON 


MADE BY CONSOLIDATED PNEUMATIC TOOL CO LTD - DAWES ROAD - LONDON «: §S.W.C 


1961-1962 edition 
now on sale... 


The Sixty-seventh Edition reflects the ever- 


—the finest name in Jacks 


changing pattern of the railways of the 
world. Political evolution of the African 
continent and mergers among U.S.A. 
railways have caused long-familiar headings 
to disappear and new to emerge. 
Noteworthy extensions of electrification are 
recorded, and the growth of diesel traction 
has effected rolling stock statistics materially, 
New features include an article on Railcars 
and an illustrated description of the revised 
British Train Head Codes. 


Contains a wealth of railway information and statistics 
in a compact and accessible form. It gives the latest 
details of the organisation, mileage and gauge, 
locomotives and rolling stock, financial results and 
personnel of the world’s railways. Revised map of 
British Road Services Divisions. Separate sections on 
Locomotive & Rolling Stock and Signalling supplies. 


PRICE 6Q/- NET 
POSTAGE 2]- 
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Published by TOTHILL PRESS LIMITED, 33 TOTHILL STREET, WESTMINSTER. LONDON, S.W.1 


The Railway Gazette 


Write for particulars 


November 24, 1961 


UNIQUE FEATURES : 
NON-TILTING ‘GUIDING TONGUE’ 


SELF-ADJUSTING 


PORTABLE 


A complete set comprises three pairs, 
which handle all forms of derailment. 
Two pairs (one pair to be on left of rail 


and the other on the right) 


are for 


open track, and one special pair for 
use at points. 


of 


Kelbus 


Hauling Tackle, Re-Rciling Ramps, 


Locomotive Weighing Machines and Multiple Route Indicators. 


SAFRAN 
UNISHAFT 


One of the range of 


DRAYTON STREET 


= Safran Pump Division 
WOLVERHAMPTON 


Looks right on 


paper and 
is proved right by its 
performance the 
many duties to which 
it is applied 


S.C.E. Type (Self Contained Electric) with pump 
and motor on one shaft. Compact overall 
requiring only a limited space for installation. 
Sizes jin./}in, to Sin./6in. for duties up to 900 
g-p.m. 


COMPANY LIMITED 


Phone 25531 


[SUPPLEMENT PAGE 


FOR 
RELIABLE SERVICE 


PRIMARY CELLS 


Signal and Telecommunication Circuits 


for all 
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The Soda Cell (EMU1. 1000/WH.) for all Electric 
and Electro-Mechanical, Railway Signalling and 
Telegraph Circuits 


Our Technical Director will be 
pleased to assist you in your choice 


FERGUSON BATTERY CO. LTD 


Bay 7, Oxford Ave., Trading Estate, Slough, Bucks. 
Tel: Slough 20314 


Registered Office: City Wall House, 129, Finsbury Pavement, London, E.C.2 
Tel: MONarch 0671 


| 
— 
if 
: 
a 
REGISTERED TRADE MARK 
| 
# 


e. 44 PPLEMENT PAGE The Railway Gazette November 24, 1961 
LEVEL CROSSING GATES AND OPERATING GEAR POINT CONNECTIONS e 

ra) 

=x 

VU 5 
a safe journey 

a 

= 

> 


RAILWAY SIGNALLING MANUFACTURERS 


=z 
4 
Oo 
re CONTRACTORS AND GENERAL ENGINEERS . z 
* ESTABLISHED OVER THREE-QUARTERS OF A CENTURY 
Oo 
REGISTERED OFFICE: WORKS : 
a < 96, YORK WAY, KING'S CROSS, LONDON, N.1 a FAZAKERLEY, LIVERPOOL, 9 ™ 
fp 4 PHONE: Terminus 8581 GRAMS: Snatig, London N.! PHONE: Aintree 2358 (3 lines} GRAMS: Sigco, Phone, Liverpool, 9 9 
< ————— — — OVERSEAS REPRESENTATIVES — — — — — — — — — —-: 
> | ARGENTINE: BRAZIL: URUGUAY: EGYPT: GREECE: | < 
a | Messrs. Evans Thornton Messrs. Norton Megaw Messrs. Evans Thornton M. Ahmed Abboud Alec Triandafyllides | np 
I Buenos Aires Rio de Janeiro. Montevideo. Cairo. Athens. 
a | SOUTH AFRICA, RHODESIA, NYASALAND: CHINA: | x 
x | Messrs. Bellamy & Lambie (Proprietary) Ltd., Johannesburg. Messrs. Jardine Engineering Corpn., Hong Kong. | > 
5 — — —- AUSTRALIA AND NEW ZEALAND: = — — ——!? 
<q Messrs. McKenzie & Holland (Australia) Pty. Ltd., Newport, Melbourne. po 


ELECTRICAL TRAIN STAFF AND KEY TOKEN INSTRUMENTS ° INSTALLATIONS 


TH? RAILWAY GAZETTE 
A journal of Railway Management, Engineering, Operation and 
Railway News. Weekly 2s. Annually £5 by post. 


DIESEL RAILWAY TRACTION 
monthly review of world-wide developments in diesel-engine 
design and diesel railway traction. 
Monthly 2s. 6d. Annually 35s. by post. 


SHIPBUILDING AND SHIPPING RECORD 
A journal of Shipbuilding, Marine Engineering, Docks, Harbours, and 
Shipping. Weekly 2s. Annually €5 by post 


NEW COMMONWEALTH 
Describes and illustrates significant developments in production, 
trade, transportation, and related spheres in all countries of che 
Commonwealth. Monthly 2s. 6d. Annually £2 by post. 


COLLIERY ENGINEERING 
practical journal for Colliery Managers and Engineers, and 
manufacturers of Colliery Equipmenc. 
Monthly 2s. 6d. Annually £2 by post. 


LIFTING 
TACKLE 


for any load 


COKE AND GAS 
A technical journal dealing with the scientific and cechnical prob- 
lems involved in the production of coke and gas in coke ovens 
and gasworks. Monthly 2s. 6d. Annually 35s. by post. 


THE INDUSTRIAL CHEMIST 
A journal devoted to the progress of applied Chemistry and 
Engineering. Monthly 2s. 6d. Annually £2 by post. 
wooo 
A practical journal, authoritatively written, superbly illustrated, 
dealing with the growth, marketing and use of wood in all its 
forms. Monthly 2s. 6d. Annually 35s, by post. 
FOOD PROCESSING AND PACKAGING 
A journal devoted to the manufacture, packaging, and marketing of 
pro-essed foodstuffs. Monthly 2s. 6d. Annually £2 by post. 
WATER POWER 
A technical journal devoted to the study of al! aspects of Hydro- 
Electric Development. Monthly 2s. 6d. Annually £2 by post. 
THE RAILWAY MAGAZINE 


A popular magazine containing illustrated srticles on Railways and 
Locomotives. Monthly 2s. Sd. Annually 35s. by post 
MINE AND QUARRY ENGINEERING 
Articles of technical nature cover geology, modern methods of 
prospecting, the winning of ore and stone, the dressing of ore and 
minerals, and extraction metallurgy. 
Monthly 2s. 6d. Annually 35s. by post. 


TOTHILL PRESS LIMITED 
33, Tothill Street, Westminster, London, S.W.! 


British Electrical 
Repairs Limited 


Empire House, Char 'otte 
Street, Manchester / 


dm SER 69/3 


| 
ond 
W. HAWICK. LONOON. MAN Z 
MESTER, NEWCASTLE. SWANSEA 


{SUPPLEMENT PAGE vii] 4 
The Railway Gazette November 24, 1961 


THEY SAY 
‘SIDEWALK’ FOR PAVEMENT 


but 
BECLAWAT FOR WINDOWS 


Manufacturers of windows and aslidiny 
door gear for the World’s transport. 
Plants in the United Kingdom, Australia, 
Canada, India, South Africa and 
Sweden. 


Mean: gat’? 


BECKETT, LAYCOCK & WATKINSON LTDO., ACTON LANE, LONDON, N.W.10 


CONTRACTORS TO 

BRITISH RAILWAYS 

BRITISH TRANSPORT 
COMMISSION 


Bletchley Flyover is designed 

to carry the Oxford/Cambridge 

i line over the London Midland 
Region main line between 
Euston and the North-West. 
There are radical plans afoot 
for both routes: The 
overhead line is part of the 
London freight by-pass 
scheme and the electrification 
of the main line porticularly 
will lead to even faster and 
more frequent trains than 


the line now carries. 


LEONARD FAIRCLOUGH LTD. 


Civil Engineering and Building Contractors 


HEAD OFFICE .. CHAPEL STREET, ADLINGTON, LANCS. Adlington 264/5/6 
BRANCH OFFICES 573 CHESTER ROAD, OLD TRAFFORD, MANCHESTER 16. Trafford Park 1060 
GORDON HOUSE ROAD, LONDON, N.W.5. Gulliver 8633/4 
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Bake Jot & Bessemer 

Lid 
Bayliss, J & Ba Lid. 29 
Becke La ck & Ww at 


Beyer Pea . H ek) 
Lid 10 
? Railway 


Britis Ek Repairs 


LONDON 
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Consolidated Pneumatic 
ol Co., Ltd 
Conveyancer Electric Vehi- 
ies Ltc 
Cooper, Geo., & Sons 


Coventry Machine Tool 
Works, Ltd 4 

Cowans, Sheldon & Co., 
Lid 


Craven Bros. (Manchester), 
Lid 

Cravens, Lid 

Crompton Parkinson, Ltd 


Paxman & Co., Lid 

s & Metcalfe, Ltd. 

n Corbitt, Ltd 

Docker Brothers 

Dorman Long (Africa), Ltd 

y Car Co. Ltd 

Drummond Asquith, Ltd 

Du Pont (United Kingdom), 
Lid 


Eagre Construction Co., 
Ltd 
lastic Rail Spike Co., Ltd. 
nglish Electric Co., Ltd 
nglish Steel Corporation, 
Lid 
E.N.V 
Ltd 
Ericssons Signalaktiebolag, 
L.M 


E ngineering Co., 


Eutectic Welding Alloys Co., 


Lid 
Expanded Rubber Co., Ltd. 
Eyre Smelting Co., Ltd 


F.A.G. Bearing Co. Ltd 
Fairclough, Leonard, Ltd 


Falk, Stadelmann & Co., 
Ltd ‘ 
Faweett, Preston & Co., 
Lid 
Ferguson Battery Co., Ltd. 
Ferodo, Lt« 
Fibreglass, Ltd 
Finlay Engineering, Lid 
Fisons Pest Control Ltd. 
Flextol Engineering Co., 


Ltd 
Fowler, John, & Co. (Leeds) 
Ltd va 

French Railways 


Ganz-Mavag 

General Electric Co., 
International 

General Electric Co., Ltd 


General Motors Overseas 
Operations 
General Steel Industries 


Inc 
Glacier Metal Co., Ltd 
Gloucester Railway Car- 
riage & Wagon Co., Ltd. 
Godwin Warren (Engineer- 
ng), Ltd 
Greenwood's & Airvac 
Ventilating Co., Lid 
Gresham & Craver, Ltd 
Griffiths 
(London), Ltd 
Grover & Co., Ltd. 


Hackbridge & 

I lectric Co., Lid 
Hackbridge able Co., Ltd 
Hadfields, Ltd 
Hardy Spicer, Ltd.... 
Harper, John, & Co., Ltd. 
Harvey, G. A. & Co 

(London), Ltd. 
Hasier Telegraph 

Ltd 
Henderson & Keay, Ltd 
Henschel Werke, G.m.b.H. 
Hitachi, Ltd 


Hewittic 


at 33, Tothill Street, Westminster, S.W.1 


Bros & Co. 
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38 


45 


43 


47 


Printed by OpHAMS Press Ltp., Long Acre, W. 


Hoffmann Manufacturing 
Co., Lid. 
Holman Bros., & Co., Ltd. 
Howard Pneumatic Engin- 
eering Co., Ltd. 
Hudswell Clarke & Co., Ltd. 
Hunslet Engine Co., Lad... 
Hyde, Robert, & Son, *Ltd. 
Hymatic Engineering Co., 

Ltd. 


Ilingworth, E., & Co., Ltd. 


Imperial Aluminium Co., 
Ltd. 

Imperial Chemical Indus- 
tries, Ltd. 

Intermit Ltd. > 

Twist Drill 
Co. 

Isca Ltd. 

Isothermos, Société Inter- 


nationale des Applications 
Jackson Vibrators, Inc. 


Kaye, Joseph, & Sons, Lid. 

Kearns, H. W., & Co., Ltd. 

Kearsley, Robert, & Co. ... 

Kendall & Gent, Ltd. 

Kenitra Co., Lid. ... 

King, George W., Lid. 

Kisha Seizo Kaisha, Ltd. 

Kitchen & Wade, Lid... 

Klockner-Humboldt-Deutz, 
AG. 

Krauss, Maffei, A.G. 

Krupp, Fried, Maschinen- 
fabriken 

Kyosan Electric Mig. Co., 
Ltd. 


Lace Web Spring Co., Lid 
Lamp Manufacturing & 
Railway Supplies, Ltd. 

Lamigraph Ltd. ‘ 

Lang, John, & Sons, Ltd. 

Lansing Bagnall, Lid. 

Laycock Engineering, Ltd. 

Le Carbone (Great Britain), 
Lid. ae 

Leeds Engineering & Hy- 
draulic Co., Ltd. 

Levick. John, Ltd. 


Leys’ Malleable Castings 
Co., Ltd ; 
Lifting Gear Products 


(Engineering), Ltd. 


Lockheed Precision Products, 


Ltd. 
Lockspike, Ltd. 
Londex, Ltd. 
London Executive 
Luwa, G.m.b.H. 


Macdonald, John, & Co, 
(Pneumatic Tools), Ltd.... 

Marconi’s Wireless Te'e- 
graph Co.,Ltd. .. 

Marcroft Wagons, Ltd. 

Marsden, Samuel, & Son, 
Lid 

Marston Excelsior, Ltd. .. 

Maschinenfabrik Augsburg: 
Nurnberg, A.G. 

Massey, B. & S., Ltd. 

Matisa Equipment, Ltd. 

Maus, J.M.J., Ltd. 

Metalastik, Lid. 

Metallic Seamless Tube Co., 
Lid. 

Metropolitan-C ammell Cc ar- 
riage & Wagon Co., Ltd. 

Mills, The Exors. of James, 
Ltd. 

Miner, W. H., Inc. 

Mirrlees, Bickerton & Day, 


Lid. 

Mitchell, Shackleton & Co., 
Lid. 

Morganite Carbon, Lid. 


Murex oe Processes, 
Ltd. 


National Provincial Bank 

Neal, R. H., & Co. Lid. 

Newton Bros. (Derby), Ltd. 

Nife Batteries, Ltd. 

Nippon Signal Co., Lid 

North Bar Tool Co., Ltd. 

North British Locomotive 
Co., Ltd. 

Nuts & Bolts (Dariaston), 
Ltd. 


Oleo Pneumatics, Lid. 
Ormerod Shapers, Ltd 
Osborn, Samuel, & Co., 


Ltd. 
Ottermill Switchgear, Ltd. 


P. & M. Co. Ltd 

Palnut Co., Ltd., 

Parkinson Cowan industria 
Products, Ltd. 

Parkinson, J., & Son (Ship- 
ley), Ltd. 

Paterson Hughes E ngineer- 
ing Co. Ltd. 

Pearson Machine Tool Co., 
Lid. 

Pel, Ltd 

Permali, Ltd. 

Peters, G. D., & Co., Ltd. 

Philplug, Ltd. 


Pirelli-General Cable Works, 


Lid. 

Planwell Engineering Co., 
Lid. 

Plasser Railway Machinery 
(G.B.), Lid 

Plasser & Theurer 

Powell Duffryn Engineering 
Co., Ltd 

Pressed Steel Co., Lid 

Provident Mutual Life 
Assurance Association 


Railko, Ltd. 

Railway Signal Co., Ltd. 
Ransomes & Rapier, Lid. 


Regent Oil Co., Ltd 
Reyrolle, A.. & Co., Ltd. 
— Chas., & Sons, 


Charles, 


Roberts, J. W., Lid. 
Rolls-Royce, Lid 
Rozalex, Ltd. 

Ruston & Hornsby, Ltd. 


Lid. 
& Co., 
Ltd. 


Saunders Valve Co., Ltd 

Scammell Lorries, Ltd. 

Scaw Metals Ltd 

Schindler Carriage & 
Wagon Co., Ltd. » 

Scottish Machine Tool 
Corporation, Ltd. 

Setright Registers, Lid 

S.G.E. Signals, Ltd 

Sheffield Drill & Stee! 
Co., 

Siebe & Co., Ltd. 

Siemens & Halske, Akt. ... 

Silentbloc, Ltd. 

Simmonds Aerocessories, 
Lid. 

Simmonds & Stokes 
(Niphan), Ltd. 

Simon Engineering Dudley 


Ltd 
Skefko Ball 


Smith's Industrial 
ments, Ltd. 

Smith, John (Keighley), Ltd. 

Smith, Thos., & Sons (Rod- 
ley), Ltd. 

Smith, W., Gilmour Co., 
Lid 


‘Bearing Co., 


Instru- 
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Southern Forge Co., Lid 2 
Wales Switchgear ¢ 
S.P. Co., Lid. 


Spencer Moulton, George, & 
Co., Ltd. - 

Standard Telephones ‘& 
Cables, Ltd. 

Steel Coy. of Wales, Lid 

Steel, Peech & Tozer ! 

— Engineering Products, 


Stirk, & Sons, Lid. 
Stone, J., & Co. (Deptford), 
Ltd 
Stream Line Filters, Ltd. 
Suffolk Iron Foundry ( 1920), 
Ltd 
Sulzer Bros. (London), 
Summerson, Thos., & Sons, 
Lid 
Swiss Car & Elevator Manu- 
facturing Corp. ... 
Swiss Industrial Company... 
Swiss Locomotive & Machine 
Works 
Syiglas C company, The - 


te 


Talbot Waggonfabrik 

Tangyes, Ltd. 

Tarmac Roadstone Ltd. 

Taylor Bros. & Co., Ltd. 36 
Taylor Bros (Sandiacre), 


Taylor, F., & Sons (Man- 

chester), Lid. 

Rustless Fittings Co 
td 
Tearne & Sons, Ltd. 
Tees Side Bridge & Engin- 
eering Works, Ltd. - 
Telephone Manufacturing 

Co., Lid. 
Tempered Rubber 

ponents, Ltd. 
Tempered Spring, Co., Ltd. 22 
Welding (Gt. Britain) 

Lt 
Thomas, Richard, & Baid- 

wins, Ltd. 
Thompson, John, 

Pressings, Ltd 
Thomson, Thomas, Sons & 

Co. (Barrhead), Lid. 

Toledo Woodhead (Shef- 
field), Ltd. 

Town, Fredk., & Sons, Ltd. 

Transport Brakes, Ltd. 

Transport Engineering & 

Equipment, Ltd. 43 
Trico-Folberth, Ltd. 

Triplex Safety Glass Co.. 

Ltd 37 
Tulloch, Ltd. 
Geo., Platts & Co., 

tc 
Turton, Thos., & Sons, Ltd. 
Tyer & Co. Ltd 


Com- 


Motor 


United Steel Companies, 
Ltd. 


Vacu-Biast, Ltd. . 
Brake Co., Lid. .. 
Products Ltd. 

Vokes, Lt 
Vulcanised Fibre, Ltd. 


Walker, James, & Co., Ltd. 
Ward, H. W., & Co., Ltd. 34 
Ward, Thos. W., Ltd. “= 
Werkspoor, N.V. ... — 
Westinghouse Brake & 
Signal Co., Ltd. 4 
White, R., & Sons (Engin- 
eers), Ltd. 
Wickham, D., & Co.. Ltd. 
Wild, A. G., & Co., Ltd. 
Williams, Henry, Ltd. a 
Winn & Coales, Ltd -- 
Workington Iron & SteelCo. — 
Wright Anderson & Co.,Ltd. — 
Llewelyn, 
td 


Zwicky, Lid. 
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The accompanying 


illustration shows Solid 


Cast Monoblock Crossings 
of Hadfields Era High 


Manganese Steel, in situ 


at Worting Junction on 


the Southern Region of 


British Railways. 


The Crossing angle 
lin 28, and approx. 25 ft. 


long, represents a new 


departure in the applica- 


tion of the cast monoblock 


type of Crossing, and is 


designed to carry heavy 


main line traffic at high 


speeds. 


Photographs reproduced by courtesy of 
British Railways (Southern Region) 
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Thirty-five—3300 h.p. 25 kV A.C. locomotives, and 
forty sets of locomotive electrical equipment have 
been ordered from AEI by British Railways, 


ng es should be addressed to the local AEI office or direct to 
AE! Traction Division, Trafford Park, Manchester 17. 


Associated Electrical Industries Ltd. 


Traction Division 


MANCHESTER and LONDON 
K/TO1S 
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